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Description of an English Railroad Accident. 





The engraving and description which we publish were 
given in a report of tha Board of Tra ie inquiring into the cir- 
cumstances of the great Shipton accident on the Great West- 
ern Railway of England, which occurred last Christmas Eve, 
killing more than 30 persons. We copy it especially a8 aD ex- 
ample of the value of a plan to assist in understanding thor- 
oughly the circumstances of a railroad accident and in investi- 
gating its cause and course. The British Board of Trade re- 
ports on accidents are frequently so illustrated. The report 
which we copy says: 


s inquiry was conducted by Colonel Yolland, one ot the 
on ar Mi sectors of railways, with Mr. Raveuhill as legal 
agsessor, at the Westminster Sessions House, and was opened 
on Monday, Feb. 1. , E 

In order to be able the better to describe the particulars of 

the catastrophe, as given by the witnesses, we insert a copy to 
a reduced scale of the pian of the site of the occurrence which 
was put in as evidence by Mr. Webster, of the Home Circuit, 
who is conducting the case for the Great Western Railway 
Company, under instructions from Mr. Nelson, solicitor to the 
company. The correctness of the plan was attested by Mr. 
James Tear Tatlow, draughtsman in the service of the Great 
Wester Railway Company. This witness also stated that the 
gradient was a rising one trom Oxford of 1 in 500 for the whole 
length shown on the plan, of which we give @ copy toa re- 
duced scale. The plan putin evidenceis to a scale of 1 inch—40 
feet, whereas the reduced copy is to a scale of 1 inch—60 yards. 

The portion of the line on which the accident occurred is on 
avery easy curve or curves, as from the place where the smaller 
piece of the tire of one of the wheels of the third class forr- 
wheel carriage No. 845 was found to near the bridge over the 
river Cherwell, the radiusof the curve is no less than 198 
chains, or nearly two anda half miles. The curve then changes 
into one having a radius of 111 chains, or upwards of a mile 
and three furlongs. 

The distance from the spot where the smaller (4% segment) 
iece of the tires was found is 249 yards to that where the 
arger piece (7% segment) was found, 297 yards to opposite 

Hampton Gay churcn, 467 yards to the center of the river 
Cherwell, 658 yards to the center of the Oxford canal, and 890 
aids to the spot whither the first-class six-wneel carriage, 

o, 618, ran besore turning on its side and partly blocking up 
the down line. It is shown on the plan in the position in 
which it was placed by John Thompson, locomotive foreman 
at Uxford, on clearing the line of way for traffic. / 

The speed at which the train was traveling just prior to the 
smash may be taken from the evidence, though it is somewhat 
conflicting on this point, to have been at least thirty-tive 
miles per hour; guard Price says it was from thirty-five to 
thirty-eight miles per hour. Thirty-five miles per hour is 
equal to 17 1-9th yards per second. . ; 

The evidence shows that the train, at the time of the acci- 
dent, coasisted of— 

-— oz 17-inch cylinders, 2 feet stroke, one pair 

No. 386, locomotive and ¢ "“o¢ T-feat driving-wheels; Wm. to 

tender. driver: Wm. Heury Money, fireman. 

478, locomotive and } Similar to No. 386; Henry Richardson, 
tender. driver; James Hill, firemaa. 

845, third-class, four-wheel carriage (added at Oxford). 

$51, brake-van with four wheels; underguard Hill, 

446, composite four-wheel carriage. 

634, third-class six-wheel carriage. 

555, third-class six-wheel carriage. 

188, composite six-wheel carriage. 

497, first-class six-wheel carriage. 

326, second-class s8ix-wheel carriage, 

114, brake-van with four-wheels: head-guard Price, 

618, first-class six-wheel carriage. 


$3 (363, second-class six-wheel carriage. 

3 s8 949, third-class four-wheel carriage. 

ee | 637, third-class six-wheel carriage. 

beg | 962, brake-van with four wheels ; no 

$$ 0 guard. Added at Reading. 
O48 | 636, third-class six-wheel carriage. 


The brake-van No. 352 and the third class carriage No. 636 
were added to the train at Reading, but no guard was sent in 
thevan. Third-class carriage No. 845 was added to the (front 
of the) tram at Oxford. Excluding these two third-class car- 
riages and the brake-van No. 352, the train of carriages ran 
from London to Oxford in the order given im the above list. 
The locomotive that ran from London did not proceed beyond 
Oxford, but was exchanged for locomotive No. 478. It was 
afterwards decided to send a second engine with the train, as 
the load was heavy and the state of the weather not favorable. 

All appears to have gone well with the train after leaving 
Oxford till a piece of the tire flew off one of the wheels of the 
front third-ciass carriage, No. 845. This small piece of the 
tire was found 467 yards from the center of the river Cher- 
Well, and the large piece 249 yards furtaer on. An inspection 
of the plan shows that the train had traveled a distance of 
nearly 400 yards after the whole of the tire had left the wheel 
before anything serious occurred. 

Henry Richardson, who was running one of the engines of 
the wrecked train, said in bis evidence at the inquiry: “I am 
40 engine-driver, withan experience as such of twenty-three 
years. The number of my engine is 478. It is a six-wheel 
(Thee with a 7-foot driving-wheel. It has a seperate tender. 
(The weight of the engine was stated by another witness to 
be about thirty tons, and that of the tender about twenty-four 
tons when they are in full working trim.) I joined the ten 
O'clock express train from Paddington at Oxford on the 24th 
of December last. My engine was the second engine—the one 
hextto the train. I came from Wolverhampton to Oxford 
het morning with the same engine, aud had found the rails 
Yery shppery. I had not intended when first I came to Oxford 

take a second engine back with the express; in the ordin- 
‘y course it would not have been so. When I was sent over 

© points to pick up carriage No. 845, another man was sent 


Tleteh the second engine; that was the first L knew of it. 
Ton engine was put in front of mine. The he a, 
fon Price, started me. We left Oxford at 12:15. We 
Gon the rails very slippery after we had left 


tal ~¥ Atter we had ‘passed Wolvercote Junction, we at- 
co & speed of from thirty to thirty-five miles an 
well, A few yards before coming to the bridge over the Cher- 
ie on the further side of Hampton Gay church, I stoo 
wn to shift a bit of wood upon which I usually stand, which 
ou — to notice the we of the gong shaking backwards 
I lsehad ae On seeing this, though the gong did not sound, 
sisaee down the right hand side of the carriages ani saw 
of snow and dirt flying about; on —— to be som- 
Ishut =e first carriage—that which f had put on at Oxford. 
(fireman the steam, and blew the brake whistle. My mate 
hot den called out to me at the next bridge—‘which bridge is 
om the evidence, whether the one ever the river or 





the canal)—that one of the carriages was off the line. I re- 
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versed the engine and turned on the steam.” In considering 
this evidence, it must be remembered that the distance be- 
tween the church and the river is only 170 yarde, or in time 
at thirty-five miles per hour, ten seconds, and that between 
the church and the Oxford canal 361 yards, or in time 21 and 
one-ninth seconds. 

From the evidence of the drivers and firemen it appeared 
certain that the brakes were applied to both the tenders at the 
same moment, and simultaneously with both of the engines 
being reversed and the steam turned on. There can be but 
little doubt that such stringent action on the part of the 
drivers and the firemen took effect on the Oxford or south 
side oi the bridge over the Oxford Canal. 

It had been bye to remove any but one length of 

the rails on the site of the accident. That is one which was 
slightly bent on the left-hand side of the down line of way. 
The bend of the rail was caused by the accideut, and was at 
the distance of 89 yards (according to Colonel Yolland) on the 
— or south side of the canal bridge, as marked on the 
plan. 
The permanent way of this portion of the Great Western 
Railway is of bridge rails, laid on longitudinal balks of timber, 
which are tied together at distances of 11 fect by transoms, or 
crosspieces of timber. Mr. Charles Francis Dodson, district 
inspector of the permanent way from Oxford to Banbury, 
st.ted that some of the transoms were cut by the wheels get- 
ting off the metals and passing over them. The first marks 
on the transoms that he observed were near the inner rail of 
the down line of way, anda short distance nearer to Oxford 
than the spot where he found the smaller aegment of the tire. 
The marks did not appear on every transom for some little 
distance. Near to the site of the is the cuts were deeper 
and the transoms were so damaged as to necessitate the tak- 
ing out and replacing of them to the number of nearly 100. 
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The Springfield Bridge Again. 





To THe Eprtor or THE RaILRoaD GAZETTE: 

I notice a letter from Mr, Bender in your issue of April 10th, 
beginning with the following excellent paragraph: ‘“ Descrip- 
tions of executed work given for the purpose of information 
will always be of great interest, and their discussion may lead 
to improved practice, when the data contained therein are 
correct and complete,” etc., etc. 

I regret that Mr. Bender should not have yet obtained more 
correct information about the specifications and details of the 
Springfield bridge, for he goes on with a page and a halt of 
discussion, nearty all of which, so far as relating to this bridge, 
is based en incorrect data, or incomplete information. If bet- 
ter informed, his remarks would probably have been more to 
the point, if not more edifying. Mr. Bender states without 
qualifications, that the specifications called for supporting no 
8,»ecial load ou the floor system. On the contrary, the speci- 
fications did call for, and the bridge wss built for supporting 
& load of 80 tons on tour driving wheels on the floor system, 
with the same limit of strains ay upon the chords, viz.: 10,000 
pounds per square inch net section in tcnsion, and 9,000 
pounds per square inch gross section in compression. This is 
providing for a weight some 20 per cent. in excess of the stan- 
dard type of freight engine used upon the line. All trains 
are limited to a speed of about five miles an hour; not hy the 
bridge, but by the immediate vicinity of Springfield station, 
80 that the shocks upon the floor system are lessened as com- 
pared with those produced by high speed. Mr. Bender states 
that there was no clause in the specification for quality of ma- 
terial; but I can assure him that there was such a provision, 
attended with results as stated in my letter of March 20th. 
Mr. Bender states that the height of the truss was reputed 
to have been previously fixed upon, thus imposing a supposed 
onerous discrimination in favor of lattice bridges. I believe I 
stated in my previous letter that proposals were received for 
different heights, and that the lowest bid tor both heights was 
for the lattice style. 

Mr. Bender was incorrectly informed as to the quantity of 
timbcr used in the floor, It was not mentioved in the speci- 
fications, having been furnished and applied by the railroad 
company at the rate of 60 feet B. M. per linear foot of track, 
instead of 30 feet. 

At the point discussed by Mr. Bender, viz., the end of sev- 
enth panel from abutment, the new additional piece of the 
chord is, in fact, attached by no less than 100 rivets previous 
to arriving at the connection of the seventh pair of diagonals, 
instead of six rivets alone, as he supposed. Moreover, the 
horizontal components of the strains brought by the diagonals 
at this point are in opposite directions, and therefore we 
have not to deal with their sum (as Mr. Bender seems to sup- 
pose), but with their difference, in passing to the next pannel. 
When the bridge is fully loaded and the chord strains at their 
maximum, this difference 1s about 10,000 Ibs., calling for one 
square inch of additional metal, In fact there is 2 8-10 square 
inches applied. There is a small portion of the vertical plate 
of the chord, viz., the triangular space between the two diag- 
onals, under the cross beam, which in such cases might have 
to bear an extra strain if we did not provide for it by a small 
gusset, connecting the two diagonals with each other, and 
thereby relieving the chord. It is my custom to so reinforce 
the chords whenever they appear to need it. As to excessive 
strains occurring in the immediate vicinity of a joint in bot- 
tom chords, Mr. Bender has said with reason that “the lion’s 
share will have to be carried by the fibres close to the circum- 
ference of the hole.” And this remark seems to be applicable 
to strains around the pins in eye-bars, especially when those 
pins are several inches in diameter, as required to be in order 
to avoid great length of pin. A riveted joint divides the strain 
among a large number of small rivets, with small intervals 
between them, over which such strain is to be distributed. 
It seems that two riveted bridges have lately failed in 
Peru. I had heard of such bridges failing nearer 
home. What I said was that I had never heard 
of their “tumbling down,” as the Waterbury bridge did, or 
as another pin and link bridge near Buffalo did, when struck 
by a blow from an engine. Mr. Bender, in the very next line 

after quoting the failure of these bridges in Peru, says: “Even 





the best plancan be murdered in the design of the details 
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and their execution. Quotations of failures of bridges, there- 
fere, should be accompauied by reliabie facts concerning the 
causes of the failures.” Buthe gives us no such facts in the 
case of thoseinPeru. Is it not barely possible that they 
failed from bad design or bad work? If they really ‘tumbled 
down,” the current inspection must have been as bad as the 
bridge; for one merit of the riveted system is in giving 
ample warning before failure to such an extent as te incur 
disaster. The rupture of an eye-bar threw the Waterbury 
bridge into the river without warning, and may do so again; 
for although new bars were suppliedin the bottom chords, 
the old ones still remain in the tensile members of the web, 
subject to the same suspicions as those which were removed 
and the one that broke. 

Mr. Bender alludes to certain appareut discrepancies in pro- 
portioning the top chords. But here again he is wrong in 
supposing the specification called for the metal at the rate of 
a square inch for every 8,000 Ibs., strain. The rate specified 
was 9,000 Ibs. per square inch of gross section. 

Mr. Bender’s sketch of the section of the chord is erroneous 
in that the central angle irons are omitted, there being two 
on the inside as well as two on the outside of the vertical 
plates in the middle truss, thereby distributing the metal in 
much more compact form. If Ihad no more pressing busi- 
ness it would give me pleasure to publish all the details of 
this bridge; but I have not the leisure and I only wish now to 
to correct false impressions. The statement published in 
your columns by one Mr. Bartlett I never happened to see, 
and don’t know who he is—certainly no one connected with 
the execution of the work, as far as I could learn. 

Boston, April 12, 1875. Epw. 8. Purprick, C. E. 


The Rapid Transit Committee Report. 
New York, April 7, 1875. 
To tHE EpIToR OF THE RAILROAD GAZETTE : 

The Chairman of the Rapid Transit Committee has this day 
assured me that the paragraphs in the daily papers regarding 
that Committee, its work, its object and its relations to the 
Society, which appeared prior to the issue of the report, were 
not only not authorized by the Committee, but were in direct 
opposition to their wishes. 

I take pleasure in retracting any statements in my letter of 
March 20 which would seem to imply that the contrary was 
the case. 

I regret that through information which seemed at the time 
to be conclusive, I should have been led to do the geutlemen 
of that Committee an injustice. J. J. R. Crozs, 

(The above letter makes it unnecessary to write what 
we intended to in reply to the previous letter of Mr. Croes. 
We fear, however, that the injury done to the usefulness 
of the Society of Civil Engineers by its action at the time 
the Report of the Committee on Rapid Transit was ‘ re- 
ceived,” which action, it seems from the above letter, was 
at least in part based upon a misapprehension, will not be 
so easily undone as it is for Mr. Croes to ‘ retract” what 
was ‘‘implied” in his previous letter. If the Chinese 
policy is to prevail, and the Society converted into a tomb 
in which all the knowledge contributed is to be immured 
in copyrighted burial clothes, then it would be but proper 
to erect a monument to indicate that the precincts are the 
habitation of the dead and not of the living. A suitable 
inscription to place over the entrance to the Society’s 
tomb would be, ENGINEERING KNOWLEDGE EMBALMED HERE. 

Eprror Rarroap Gazerre. ] 





Continuous Cirders. 








To THe Eprror oF THE RaiLRoaD Gazerre: 

The main arguments against the use of continuous bridges 
are: Ist. Very slight differences of level cause great changes 
in the magnitude and character of the strains; 2d, the chords 
must be constructed so as to resist both tension and compres- 
sion; 8d, difficulty of calculation. 

In favor of their use the principal arguments are: 1st. Ease 
of erection in cases where false works would be difficult and 
expensive, as the girder may then be built on shore and 
pushed out over the piers; 2d, saving in the material for the 
piers, since a less bearing surface is required than for the two 
ends of aingle-span bridges; 3d, saving in material for the 
girder, amounting usually to twenty-five or thirty per cent., 
and in the extreme case to fifty per cent. over the ordinary 
construction of single spans. 

With regard to the first objection, it must be acknowledged 
in the outset that, if the piers are liable to sink after the struc- 
ture is placed upon them, the continuous girder cannot be 
used. Under good engineering, however, a pier should find 
its permanent level in one season, and in this case the con- 
tinuous structure may be used with great advantage. The 
second objection has little weight, il riveted bridges are used, 
and even with link bridges the ordinary tension members can 
be in many cages so adapted as to resist compression also. 
Experiment has not yet decided that iron is injuriously affected 
by being subjected to both kinds of strain. The third difficulty 
is one that exists only in the minds of those unacquainted with 
the literature of the subject. Tne strains in a continuous 
bridge of any number of spans can be completely and accu- 
rately calculated for every position of an apex load as easily 
(though not aa quickly) asa simple girder, and the maxima 
determined with mathematical exactness. 

In favor of this construction I have mentioned ease of 
erection: this only occurs in short spans and under particu- 
lar circumstances. In long spans the trouble of erection is 
fully eqval to thatof the ordinary bridge. ‘Che saving in 
stone of the pier is considerable, as all that portion above 
high-water mark mzy be of much legs size, since the continu- 
ous girders need but a small bearing surface, the smaller the 
better, to ensure perfect accordance between theory and the 


actual working of the structure. The saving in iron is large 
and is alone sufficient to recommend their use, and this sav- 
ing occurs wholly in the chords where material can best be 
spared without impairing the stiffness of the bridge. This 
saving is greater in long than short spans. The percentage 
for every case must be determined by actual cal/culation; on 
the average it is thirty per cent. By way of comparison I 
give the results of a computation for a Warren truss, with 
double diagonals, for three cases: a simple girder, a continu- 
ous girder of two spans, and a girder of one span fixed at the 
ends. This last represents, as far as dead load is concerned, 
the middle span of a continuous truss, and partialiy so for the 
live load when we regard the actual way in which it is in 
practice applied to the bridge. The data for the three cases 
are the same, viz.: span, 200 feet; height of truss, 20 feet; 
panel length, 20 feet; dead load per fvot per truss, one-half 
ton; live load per foot per truss, one ton. The total number 
of tons’ strain in these trusses is proportional to the amount 
of material required, and are here compared: 
Upper Lower 


Web. chord. chord, Totals. 
Bimaple trues...ccc- cess cccccce 1,008 2,550 2,400 6,349 
Continuous, two spans......... 1,428 1,982 1,793 5,203 
Pe O68 Min cic dc. ctonccceses 1,279 940 965 3,184 


In this particalar case, then, the continuous girder of two 
spans saves 18 per ceut. over the ordinary single span, and 
the girder of one span with fastened ends saves 4944 per cent. 
If three or more openings are to be bridged, the end spans 
will usually save about 20 and the intermediate ones 30 or 
sometimes 40 per cent. 

American engineers have brought the system of single-span 
bridges to a wonderful degree of perfection, but meantime in 
France, Germany, Austria and India continuous structures 
have found great favor. Most of our styles of wrought-iron 
trusses can be adapted to serve as continuous, and I think 
they will in time be so used. Other things being equul, it is 
certainly poor engineering to disregard a saving of thirty per 
cent. MANSFIELD MERRIMAN, C. E. 








Car Mileage Expenses. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The notices in your recent issues on car expenses induce 
the writer to submit for general information, correction ot 
faulty theory and suggestions for improvement, the present 
method of rendering in condensed form monthly the results 
of the operations of the Car Department of the Louisville, 
Cincinnati & Lexington Railroad Company, and such other 
expenses as are occasioned by the mileage of cars, of which I 
inclose a copy, showing its operations for February, 1875. 

The arrangement of the same and nature of information 
given, were suggested by the desire to present monthly a 
statement of the mileage and expenses of cars, conforming in 
general arrangement and results to the monthly statements 
of locomotive expenses now in general use; and to establish 
a standard, arbitrary if necessary, by which each month’s 
operations can be compared with those of any preceding month, 
and the results discussed as the showing may warrant. Ap- 
plying the principle, that if the expenses of the Locomotive 
Department can be controlled by the comparisons of ‘ cost 
por mile,” the same is equally practicable in reference to the 
expenses of the Car Department, I endeavored to present the 
“cost per mile” of that department, arranged to permit 
readily a comparison with the expenses of previous months or 
those of other lines. 

The value of this class of information, for the purposes of 
comparison with other lines, is in many instances lessened by 
the absence of information explaining exceptions and the 
principles upon which they are prepared and calculations 
based—information which is essential by reason of the diver- 
sity in methods of keeping shop accounts, and the want ot 
unitormity in the classifications of the items constituting the 
expenditures. That the principles upon which the enclosed 
form is prepared, and the basis upon which the calculations 
are made, may be known, the following general explanations 
are offered : 

‘** Mileage and Repairs” exhibits the total mileage of the 
company’s cars on its own and other lines, and the cost per 
mile run for repairs chargeable to the same ; also the mileage 
of foreign cars, and cost per mile run for repairs chargeable to 
this company’s repair account. 

* Oiling and Inspecting,” ‘Oil and Waste,” ‘‘Fuel and 
Light,” ‘‘Links and Pius” are the costs per mile for labor 
and material incurred for these items, each for passenger and 
freight equipment. The only foreign passenger equipment 
running on this line is that of the Pullman Parlor Car Com- 
pany, and as the expenses of same are charged and reported 
to their Clearing House, we incur no expenses in that line 
except for our equipment; and the calculations are therefore 
based on the mileage made by the company’s cars. 

In the freight equipment the interchange of cars with con- 
necting lines required that the ‘‘ cost per mile’ be based 
upon the aggregate mileage of this and other companies’ cars, 
as this class of service is rendered gratuitously by the : oads 
for each other, and the aggregate of the same is c ntingent 
on the miles run: An exception, however, is made for the 
items of ‘Links and Pins” and ‘“‘ Other Train Supplies,” 
(such as lamps, tools, chains and other train equipment) on 
the grounds that no additional expense would be incurred in 
these two items by the use of foreign cars, and that such as 
are likely to occur from contingencies beyond the control of 
trainmen would be so very light that the exclusion of the 
foreign mileage would secure more accurate results than 
otherwise. 

The general results of the month are shown under the 
**Cost per mile based on total mileage of the company’s cars.” 
Here the total expenses are calculated by the service ren- 
dered by the company’s cars, and the cost per mile run is the 
standard by which the operations of the month are compared 
with that of any preceding month. Included in this is the 





cost per mile for ‘‘ Foreign Oar Service,” being for amonnts 


paid to other lines for use of their cars, in which item an in- 
crease per mile would indicate either a deficieny in rolling 
stock or negligence in the movement of the company’s cars. 
The results of this blank on this line have met the ends for 
which it was designed. Its efficiency has been attested by a 
decrease monthly in the cost per mile run in some of the items 
to one-half of former cost, and in the oil and waste for boxes 
to one-third. With the aid of this blank and our monthly car 
report, the management is enabled to discover at once an in- 
crease in its expenditures and call for explanations on the 
same, unless it has been made on the monthly report. 
Wm. Mant, 
LOUISVILLE, CINCINNATI & LEXINGTON RAILROAD. 
Samuel Gill, Receiver. 
ACCOUNTING DEPARTMENT. 


Monthly Statement of Mileage and Expenses of Cars for 
February, 1875. 
MILEAGE AND REPAIRS. 


Cost per 
L. C. & L. Cars. Mileage. Mile, 
PORDNIGOE 6 0:0.0:0:0.006.00:5:009:06 s00c00ccerescencce SED $1,489 
Baggage, mailand express.............e-seeees 21,212 1,79 
BEPPAMB. cocrcccccccccccccccescccescocccccrcces 12.757 166 
OE Doses ce vccdsccncesececn 06cce6ecessoneses 241 848 816 
OG ccccccenchss 500006.0000%0s 20 seeerrecene 16,738 269 
i addebedoncteserows s64ce <oeberkome $60,308 = ...... 
FOreign PASseNger .... .42..ccccccccrcvcce-cos soeses one 
Foreign freight ...........se0e caeviedeseoee eee $2,746 11 
Partlok Bd SlSSOPiNg™....00.0ccccccccsscccccccccce 16,634 1,667 


Cost per Mile run, based on total Mileage of L., 0. & L. Pas. 
senger and Freight Cars. 


Repairs—passcnger and freight Cars..........600 e008 ceeeeeeee 960 
@ Repairs—road COrs.......cccccee «2 cosvce ++ coe -cvee. cooves -%69 
b Superintendence and supervision...... ..... 0 $00 e6o0eenae 073 
ec All other maintenance of car department expenses........... .055 
VOreigm CBP BOPVICS. 2.0. cccccccccccccccccccesececccceces -ccsces -190 

Total for “‘ Maintenance of Cars.”’.......... 0s eee secnce 1.547 
d Cleaning, oiling and inspecting............0...eeeeeeeeeeeees -103 
GR hitaice §625 cberidiciocecatccceddenese sear 0% 047 
G@ Oil amd Waste FOF DOZER 2... ccccce cccc  cosveccocccssccocece 020 
IR ink. cccodeecesse 205 c00eee hs a6 < 006" semieiae: aie 
@ Other train supplles.....cccccccsccccccccsccccccccce coves ve 160 

Total per Car Mile. ...ccccccccce secs. cocvccscecsccceccccocs 1.801 


NOTES. 

a Per mile run by road cars. 

b Includes salaries of clerks. 

c Embraces repairs, fuel, and light for shops, stationery, printing, 
office furniture and expenses, repairs of tools and machinery, and 
other incidental expenses of the car department. 

d Expenses charged to ‘‘ conducting t ansportation.”’ 


Oiling and Inspecting, Oil and Waste, Fuel and Light, Links 
and Pins. 


ALL PASSENGER ALL FREIGHT 
EQUIPMENT.— EQUIPMENT.—, 
Foreign Foreign Foreign Foreign 

Cost PER MILE Run By Ex- In- Ex- In- 
cluded. cluded. cluded. cluded. 
Cleaning, oiling andinspecting. .300 eau odbe .018 





Oil and waste tor boxes....... -023 cer week O17 
Fuel and light....... .. ow ee onan -0u9 
Links and pins........ o>. “eee rT -052 ‘ 
Other train supplies .... ..... .032 iivack -057 ot 
Gal.ons of oi] used........ ..- 94. seve cece 179 
Pounds of waste used.... ..... 9. eevee eeee 89, 
Gallons oil cousumed per 100 

WANs cccncrsa presen’ oececer -091 eee gone 065 
Pounjs waste consumed per 

ROD MMAR iccccces coccoccvees 009 coos cess 032 

REMARKS. 


Total cost per passenger, baggage, mail and express car mile.1.778 cts, 
Tota! cost per treight car mile, including repairs of toreign 
cars chargeable to this company........-.sse00 + eeeecees 1.146 cta, 


Wm. Mant, Auditor. 





The Signalman on English Railroads. 


The real Teufelsdrockh of modern life is the railway signal- 
man. Carlyle’s hero of ‘Sartor Resartus” is a figure of the 
past; but the descendant of the immortal clothes-philosopher 
lives in the individual who turns the levers that govern the 
movement of the flying machines which speed with hurricane 
sw ftness over our iron high roads. The man in the lofty 
signal-box of one of our great railway junctions sees more of 
the incessant flow of human existence pass under his eyes in 
a single week than the musing professor in Weissnichtwo 
beheld all his life. Clapham and Willesden utterly eclipse 
the Wahn-gasse and its watchtower-attic. If it is “ sub- 
limity” to Tevfelsdrockh to look down at night, ‘alone with 
the stars,” upon ‘‘five hundred thousand two-legged ani- 
mals wit out feathers, in horizontal position, their 
heads all in nightcaps, and full of the foolishest dreams,” 
how far more sublime is it to take a bird’s-eye view from 
the towering signal-box that overhangs a score of glitter- 
ing metal rails. How grand, almost to awfulness, the spec- 
tacle of the rushing trains, each loaded with its freight of hu- 
man beings. Joy and sorrow, wealth and poverty, rank and 
humility, travel together at the same speed, in the s.me fly- 
ing machine, divided from each other only by thin wooden 

artitions. The happy bride and bridegroom going on their 
honeymcon; the sullen prisoner conveyed to a dungeon; 
the tearful emigrant leaving his country; the merry 
schoolboys and girls returning home; the fraudulent bank- 
rupt running away from his creditors; the prince setting out 
on a triumphal progress—all move on under one impulse, a8 
if chained for the time. Thus millions speed on, day and 
night, in sunshine and in darkness, under the feet of the 
signalman, and he Jooks dowu upon them all, and holds their 
fate in the palm of his hand. One touch of the hand in the 
right directiou, and the great cargo of human life 1usbes 
safely to its destination; one touch the other side, and agony 
and death, such as no battlefield can produce as instanta- 
neously, lies scattered allaround. No despot, king, or emperor 
that ever lived possessed power of destruction like that vested 
in the signalman. He is a mighty ruler indeed—and he rules 
tor twenty-seven shillings a week. a 

Twenty-seven sbillings a week, with annual suit of uniform, 
is the average pay of a first-class signalman in England. 
There are a few companies which give a higher wage by some 
two or three shillings to their best men; but there are others 
also which give less, and the figure twenty-seven, which is the 
maximum pay on the London & Northwestern Railway and its 
branches, may be fairly accepted as the standard. But a sig- 
nalman must have served a number of years, bear an excellent 
character, and unders and his duties thoroughly, before he 18 
worth twenty-seven shillings. He bas to begin, on entering 
the service, with seventeen shillings per week, which low Rae 
of pay however lasts only while he is learning his wor<—8 — 
school, so to say. To be admitte into the serviee, a man mus’ 
be not less than twenty, and not more than thirty years of on 
but as to the la ter maximum it is not strictly kept, and t : 
thirty years’ mit is notably broken through in the case of sol- 
diers and sailors, two classes very numerously represen 
among railway signalmen. Besides soldiers and sailors, 
candidates are found among clerks, mechanics, and the 





class of agricultural laborers, farmers’ sons and the like, while 
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ersons of superior education not unfrequently offer them- 
selve3, rumor asserting that there are men to be found in sig- 
nal-boxes within the three corners of the United Kingdom who 
have taken their degrees at Oxford and Cambridge. So much 
is certain that competition for the place asserts itself in over- 
whelming force, as any one may see who goes on certain days 
to certain corriders at our great terminal stations, where long 
rows otf men, the majority of very respectable appearance. 
are waiting to be admitted as candidates. To be admitted 
the applicant must present unimpeachable certificates as 
to character, and must moreover pass an examination showing 
that he is possessed of a certain amount of education, is 
notably able to read and write well; that he is not alto- 
gether ignorant of mechanics; and, what is very important, 
that his sight is perfect, and that he can correctly distin- 
guis coiors--the latter human defect being more general than 
is commonly believed. Having been approved of, and passed 
the general and medical examination, the candidate is next 
sent to learn his duties by being placed under an experienced 
signalman, who shows him what to do and how to doit. 
While at school the incipient signalman, as already stated, 
has to be content with the modest salary of seventeen shillings 
per week, which is the pay of an “extra hand.” But the school 
time is not long, extending only over about a month, while 
in some cases, under the exhibition of superior intelligence, it 
only lasts a fortnight. The rule is t> send the man up for 


examination to headquarters after a fortnight’s training, to | d 


ass his first, or rather his second, examinatiov, in which he 
os to show that he comprehends the primary duties of sig- 
nalling. If he goes through this examination satisfactorily, 
he is given over for further training to a veteran, who teaches 
him the more complicated duties of the box and its apparatus. 
The length of the second training period, during which the 
candidate’s pay is slightly increased, is not fixed; it may be 
only a fortnight, but frequently, when the duties are of a diffi- 
cult nature, extends to five and six weeks. Then follows a final 
examination, the result of which is reported to headquarters 
by the superintendent of the district im which the candidate 
is placed, who must sead in a certificate, signed by himself, 
certifying that the man has a satisfactory knowledge of tele- 
graphy, and fully understands the working of semaphore and 
other signals. This last ordeal passed, the candidate’s name 
is entered as an accepted sienalman on the hooks of the com- 

any, and he is appointed to some post, the regular pay usual- 
y beginning with twenty shillings per week. It is through a 
period of probation extending over some years that the young 
signalman has to look forward to the maximum emolument of 


he been well. Seeing the hand approach the hour, he sud- 
denly sprang up, crying, “‘ Eh, lass, aw canno’ stay here ; they 
canno’ get on without me; aw mun go yonder ;” and, not- 
withstanding his wife’s remonstrances, he dressed himself 
and went to his box on duty. The brave fellow’s physical 
strength, unfortunately, was not equal to his moral energy 
and before he had been an hour at his post he was knocke 
down, and lost bis leg in the performance of his 
duty. Mr. Findlay, when relating this touching incident—in 
a discussion upon railway signals held last March, before the 
{Institution o! Civil Engineers—added an emphatic declaration 
of the excellent behavior of signalmen by saying: ‘‘No soldier 
on the battle-field shows greater courage or self-sacrifice than 
some ofthese men.” There can be no higher testimony from 
a higher quarter. 

Though the entire traffic of our railways is at present 
governed by signals and signalmen, the creation of 
the system of signalling as now organized is quite 
modern. The first railways opened in England, indeed, 
were withovt any fixed signals. On the Stockton & 
Darlington and Newcastle & Carlisle lines there were no 
signals, and there were none on the Live 1 & Manchester 
Railway when it was opened. It was not until the year 1834 
that the first att mpt towards establishing signals was made on 
the Liverpool & Manchester, in the simple expeient of fixing 
an ordinary lamp to the top of a post approachable by a lad- 
er. The signal, showing a red or white light, was for night 
use only. Four years later, 1n 1888, Sir John Hawkshaw de- 
voted his attention to signaling, designing some new disc sig- 
nals, and through his influence they were introduced on sev- 
eral lines. But the primitive simplicity of the early railways 
continued on many others, and for years the only signal 
on the Stockton & Hartlepool was a candle placed in 
a window of the station, its presence indicating to the 
driver that he was to stop, and its absence that he might go 
on. When at last the necessity of signals became apparent 
through the increase of traffic and the number of junctions, 
the pointsman was also thesignalman, he working the switches 
with his hands and the signals with his feet. There has now 
come to be an entire reversal of this order of things. The 
pointsman has ceased to exist, and his place has been 
taken by the signalman, who with his appaaatus moves, 
with the greatest ease, both rails and siguals. Ihe 
gathering together of switch and signal levers under 
the new system enables one signalman to do the 
duty fof two or,three of the old pomtsmen. But notwith- 





twenty-seven shillings. 
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standing the perfection of existing signal a, still 
improving every day, upwards ot 16, signalmen are re- 





quire the nut to be screwed up firmly in order to be securely 
prevented from unscrewing or becoming lost. 

The address of the manufacturers is the corner Eighteenth 
street and Pennsylvania avenue, Philadelphia. 





Master Mechanics’ Association—Ciroular on Standard 

At the last meeting of the American Railway Master Me- 
chanics’ Association the subject of a standard for car and 
tender axles was referred back to the committee to whom it 
bad been submitted, with a request that the reasons should 
be given for the adoption of the standard form and propor- 
tions which were recommended. Asa large number of axles 
of that kind have been put into use since then, the Committee 
have delayed issuing their circular to this late date in order 
to get the fullest reports possible of the experience in the use 
ot that kind of axles. They therefore present the following 
inquiries, which, it is hoped, will be answered immediately, so 
that the Committee may be able to present the latest accessi- 
ble information relating to the important subject submitted to 
their consideration. 

1. What are the sizes of journals used under locomotive 
tenders and cars on your road? 

2. Which sizes give the least trouble from heating ? 

3. If possible, report the number of axles broken during the 
past year on your road, and the sizes of each. If it is not pos- 
sible to give the actual number of each kind broken, give your 
opinion formed from observation of the relative proportion of 
breakages of each kind. 

4. Have you observed any difference in the relative un ount 
of power required to draw cars with axles having large as 
compared with those having small-sized journals ? Se 80, how 
did the amount of power required for the one size compare 
with that for the other? 

5. Have you noticed any difference in the wear of brasses 
and the consumption of oil in different-sized journals? If so, 
give the Committee any data you may have, or the results of 
your observation. 

Replies to the above should be addressed to M. N. Forney, 
Chairman of Committee, No. 73 Broadway, New York. 

M. N. Forney, ) 
CoLEMAN SeiuErs, > Comm tee, 
Gorpon BE. Nort, 

Members of the Association are requested to reply at once 
to the above circular, even though they have not received an 
official copy jrom the Secretary. 











STANDARD CAR-AXLE ADOPTED BY THE MASTER CAR-BUILDERS’ ASSOCIATION. 


Small as the pay would seem, the English signalman are, as 
a class, among the most contented railway servants. ‘The 
very nature of his duties makes the signalman a quiet man, 
given to reflection more than movement; and as none others 
than such can ever take to their work, or will remain long at 
it, the mass of men is essentially even-tempered and propor- 
tionately contented. It generally happens that if individuals 
otherwise constituted come to be signalmen, they either leave 
the service altogether belong long, or, if not, send in their name 
for promotion as guards. ‘The guard’s van as often as not 
cuntains an ex-signalman, and it is obvious indeed that the 
duties learnt in the box are of great, if not indispensable, 
service in the van.. The guard is the ambitious, the signal- 
man the unambitious man. The guard has higher pay, but, 
on the other hand, the signalman Jeads a quieter lie, no 
roaming about, with uncertain, often anes abode, but 
settled down in some cottage, with a little garden, where he, 
with wife and children—he is almost invariably married and 
has a family—may be as happy as the Vicar of Wakefield, 
upon wages much better than those of Goldsmith’s 
good parson. Highly responsible as is the  signal- 
man’s work, and tryiug as it must be to any but 
the coolest nerves, it yet is not so heavy, nor so 
long in duration, as that of most other railway servants. 
Twelve hours per day is the limit of work of the signalman, 
and this limit is exacted only at quiet stations, where the 
traffic is mot considerable. At others, which may be called 
medium stations, where there is a busy but not excessive 
traffic, the working hours per diem are limited to ten ; while 
at the busiest stations, including all junctions of impor- 
tance, the signalman is on duty no more than eight 
hours out of the twenty-four. He haa also every third 
Sunday to himself. It is the usual custom among 
signalmen to take the hours in tarn, like sailors’ 
“watches,” so that night and day work follow each other 
im succession. For example, three signalmen holding 
& box between them, say at Willesden Junction, will 
divide their duties as follows: A works from6 a.m. till 2 p. m., 
when he is released by B, who takes his turn from 2 p- m., 
till 10 p. m., and who again is released by CO, who remains at 
the post from 10 p. m. till6a.m. Thus every man has two 
nights in bed, and nightwork the third. It may be thought 
thst nightwork is easier than day work, but the contrary is 
the case. The number of goods trains that run, with now and 
then expresses and mails flashing between, require the most 
careful and unceasing attention, and when the night is very 
dark, and boisterous besides, the strain on the signalman’s 
nerves is excessive. Little do those who y along 
at night in a comfortable railway carriage, with the rain 
pattering down on the roof, the storm howling so as to shake 
the train, and perhaps lightning rending the air in blinding 
‘ashes, imagine what fervent gratitude they owe to the junc- 
tion signalman in his narrow box, scarcely noticed with its 
feeble light. Storm, rain and lightning, however fierce, must 
hot affect for a single second the firm grasp of the hand of the 
Taent man in the little box, nor the steadiness of his eye. 
ike a sentinel before the enemy, he may die at his post of 
duty but he must not leave it. ‘True it is that there are other 


quired at present to work the enormous traffic of the rail ways | 
of the United Kingdom. The London & Northwestern Com- 
pany, which altogether employs 40,000 serva its, has 2,000 ap- 
ype signalman, in addition to an extra staff of from 200 
men for filling vacarcies, and the force is proportionate 
on other lines, the number of signalmen corresponding very 
nearly with the number of miles open for traffic. It is as 
brave anarmyas ony, this of the 16,000 signalmen, in the host 
af the quarter of a million rank ani file constituting the | 
the British railway service.—London Railway News. , 


Thomas’ Nut Lock Washer. 





washer which has recently been introduced and is manufac- 
tured by Messrs. Nichols, Pickering & Co., of Philadelphia. 








heroes than those of the battle-field, and, if the world but | These washers are manufactured of cast spring steel, and are 


cared to knew it, poets might sing of sublime deeds, other 
e n murder, performed on the platform of an engine, within 
break of a train and behind the levers of a signal box. 


slotted from the outer edges towards the center, as shown in 


It is admitted by all railway managers that the feeling of reverse directions, so that when the nut is screwed down the 


uty is very strong among all signalmen, amounting often to 


8 sort of passion. Imbued with the deep responsibility | backward, or into the object on which the washer bears, if the Quick Work. 
e Sacra’ 


> their duty, the men, taken as a body, never shirk their 

ork, and instances are not at all uncommon of signalmen 

meget themselves to their box under pain and illness. 

We, ndlay, chief traffic manager of the London and North 

Mir pies tells a story of a man at Bolton, who not long since 
his shoulder disk 


kept qui 
over him quiet. 


ocated, and was taken home and ordered 
His wife put him to rest, watching 


edges of the metal thus bent will cut into the nut if it turn 


latter should turn so as to allow the nut to unscrew. The 





aft » but was not able to keep him on his couch a minute 
er the time when his duties would have commenced had 


The eagravings represent an improved form of nut lock 


outer edges of the washer thus hold the nut, while the under 
edge prevents the wasber from moving backward. The nut| under the forward portion of the postal car was cracked, ren- 
be forced off the bolt without much difficulty, and as the | dering it necessa 
ciges Pyiee washers need not be bent up, they “a be used | epair stops, the truck taken ont, the wheel removed and a 
great number of times without injury. These washers can be | girection r 
used wherever any ordinary plain washer is used, and only re- | sidered very quick time for this kind of work. 


THE SCRAP HEAP. 


ilroad Manufactures. 
Pai reported that the St. Louis, Kansas City & Nortbern 
Company has let a contract for 500 freight cars to the Barney 
& Smith Manufacturing Company at Dayton, O. The latter 
company recently shipped four new passenger coaches to the 
Logansport, Crawfordsville & Southwestern road, 

The Baldwin Locomotive Works in Philadelphia are building 


| @ number of engines for South America. 


| The Watsontown (Pa.) Car Works are to be started up 
| shortly. 

| The Kentucky Rolling Mill Company has been consolidated 
with the Louisville Rolling Mill Company and the new corpo- 
ration will be kuown under the latter name, The office is at 
No. 161 Main street, Louisville, Ky., and the officers are: J. 
Morgan Coleman, President and General Manager; B, Cole- 
man, Vice-President; W. P. Coleman, Superintendent. 

The rail mill of the —— Iron Company at Springfield 
Ill., turned out in one week recently 802 tons of silicon steel 
rails, working 11 single turns, with one train of rolls, the rails 
averaging 58 lbs. to the yard, and the finishing rolls were 
changed once during the time. 

The Danforth Locomotive Works at Paterson, N. J., recently 
shipped some engines to the Baltimore & Ohio road, 


| Tke James Brown Iron & Steel Company. 

The Bulletin of the American Iron & Steel Association says: 
* It 1s certain that a movement is on foot for the establish- 
ment of large iron and steel worksin Chicago, Biast /urnaces, 
a rolling mill to make iron for general purposes and crucible 
steel worka are contemplated. The projectors have'oi ganized 
a company to be known as the James Brown Iron and Steel 
Company. We are promised full particulars of this enterprise 
at the proper time.” 


Phosnixville Bridge Works. 

The prevailing dullness has not had a very serious effect on 
the business of these works. ‘The firm (Clarke, Reeves & Co.) 
say that for the quarter ending with March last they have 
sbipped 3,900 feet of iron bridges in spans of trom 100 to 210 
feet, and 400 feet of roofing in 78 feet spans. Some of these 
have gone to Canada and South America, and the rest bave 
been tor the United States Government and railroads through- 
out the States. 


How an Engineman was Rescued. 

This is what is told of an engineman’s narrow escape from 
freezing to death on the Burlington, Cedar Rapids & Minne- 
sota road last winter: 

‘* A passenger train got snowed in so that it could neither 
back out ncr go abead, and the engineer, the old reliable 
Simpson, finding that he was going to have a dead engine on 
his bands, got down underneath to open the blow-off valve, 
which he could net operate from the cab. While there his 
clothes froze to the track, and it took the entire force of train- 
men, from the conductor down, to get him out. The stoker 
wanted to build a fire around him, but he objected so strenu- 
ously to such a waste of the little fuel which was left ibat they 
finally tied a rope around his leg, and then attaching it to the 
brake rod, and telling a hundred and ninety-pound brakeman 





the engravings. The metal next the slots is then bent in | to throw his weight on that wheel, they brought him out with 


such an artistic flourish that he got mad about it and passed 
the remainder of the day in chasing the brakeman around the 
prairie with an eighteen-inch monkey-yrench.” 


(Cal, Record of February 9, says: 
“Upon the arrival of the east-bound express train at Sacra- 
mento, yesterday, it was ascertained that one of the wheels 
to remove it. The car was taken to the 

heel put in, all in twelve minutes, under the efficient 
directi not W. B. Ludlow, Master of Repairs. This is con- 
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Editorial Announcements. 


Addresses.— Business lelters should be addressed and drafts 
made payable to THE RarLRoaD GazettE. VCommunications 
‘or the attention of the Editors showd be addressed Eviror 
RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete 7 they will 
send us early information of events which lake place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the lelting, progress and 
completion of contracts for new works or important improve- 
ments of old ones, erperiments in the construction of roads 
and machinery and in their management, particulars as to 
the business o railroads, and oe as to its improve- 
ment, Di ions 0 jects ining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired. Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of which will 
be published. 





Advertisements. We wish it distinclly understood that we 
will entertain no proposition lo publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our editorial columns our owN bauer and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish lo recommend their inventions, machi: » supplies, 
financial schemes, ete., (o our readers can do 80 fully in our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
ising patronage. 








SOME EFFECTS OF UNPROFITABLE RATES, 





While the present contest between the trunk railroad 
lines from the East to the West is raging we naturally in- 
quire how long this or that party to the contest ‘‘can 
stand it” at the reduced rates. If the railroads are doing 
a losing business, sooner or later they must become ex- 
hausted—must be left without money enough to meet 
their maturing obligations; and it is presumed that when 
one sees itself approaching tha’ condition of exhaustion 
it will be ready to lay down its arms, so to speak, and s1r- 
render. 

But we may not conclude hastily that a company or all 
the companies are becoming exhausted because some of 
the traffic is done at a loss instead of a profit. That de- 
pends on two things: the amount of the loss and the 
amount of the unprofitable traffic. For we must bear in 
mind that it is not all of the traffic which is affected by 
the pending contest—that, in fact, but a comparatively 
small portion of it is carried at the reduced rates. All or 
nearly all local traffic and some through traffic is carried 
at full rates. And this local traffic forms by far the largest 
part of the business of some of our greatest trunk lines. 
The Pennsylvania Railroad has a whole system of tributa- 
ries at either end whose entire through traftic it receives, 
with that of thousands of miles of connecting road; yet 
the report for 1874 shows that on the ‘‘ Pennsylvania Rail- 
road Division”-—the line between Philadelphia and Pitts- 
burgh with its numerous branches—more than 64 per cent. 
of the freight tonnage-mileage was local. The proportion 
of tons rec ived and shipped is naturally much greater in 
favor of the local freight. Out of 8,627,000 tons carried 
greater or less distances on this Division, 1,367,000 tons 
only was of through freight—less than 16 per cent. 

Now only the through traffic, and not the whole of that, 
is affected by the great reduction of rates consequent on 
the conflict with the Baltimore & Ohio, and the reduction 
therefore affects only 35.6 per cent. of the whole freight 
traffic. If the average reduction has been one-third, the 

receipts are reduced one-third, not in the whole freight 
traffic, but only on the less than 36 per cent. which the 
through traffic forms. But because rates have been re- 

duced one-third on 36 per cent. of the freight traffic, we 
cannot assume that the entire freight earnings are reduced 
12 per cent. The through rates, as is well known, are or- 
dinarily considerably less than the local rates. The Penn- 
sylvania report does not tell us what the average through 
rate is, but it does give it for east-bound freight, which 
forms four-fifths of the whole, from which it appears that 
the average through rate cannot be more than three-fourth 











of the average rate on all traffic, or 0.94 cent per ton per 
mile. A reduction of this by one-third would take 0.31 
cent from the receipt on each of 488,665,000 ton-miles, 
and would amount in all to $1,521,150, which is but 8.7 
per cent. of the total freight receipts of. the Division in 
question. 

There is no division of the through and local passenger 
traffic in the report, but doubtless the proportion of pas- 
senger traffic affected by the competitive rates is 
smaller than that of freight traffic. and the reducticn 
no greater. Assuming both to be the same, and that the 
whole freightand passenger income of the company on all 
the lines that it works is reduced by the competitive rates 
by this percentage of 8.7, the loss by these rates ona 
traffic equal to last year’s, compared with what 
would have been carned by the rates ruling before the re- 
duction, would be in one year $2,954,800—which is $213,- 
000 less thanthe surplus after paying the dividends and 
all charges from the revenue of 1874—also, be it remem- 
bered, conducted for a large part of the year at unduly 
low competitive rates, and not at the rates recently re- 
duced to meet the comp:tition. With as large a 
traffic as last year, therefore, no increase in 
working expenses, and none in interest and dividend 
charges by the increase of stock and debts, the Pennsyl- 
vania Railroad Company would seem able to continue a 
prosperous existence indefinitely, in spite of such compe- 
tition as now exists, and which without any doubt renders 
the through traffic affected by it a source of loss instead 
of profit. 

Why, then, some one may say, should not those rates 
become permanent, if this is all true? For many reasons, 
chief of which is, perhaps, that if this great through bus- 
iness is carried permanently at a loss, it must be at the ex- 
pense of the local traffic. We have taken great pains 
heretofore to show why the local traffic has no rea- 
son to complain, and is in _ fact benefited by 
the acceptance of through traffic which pays a much 
smaller profit; that, in fact, any addition to traffic 
which returns the smallest profit is a relief to the other 
traffic as well as an advantage to the carrier and the ship- 
per of that traffic. But just as soon as we pass the limit 
of cost and begin to carry at a loss, all the other traffic has 
a right to complain, for the loss becomes a charge upon it. 
It will not do to say that the local rates are no higher than 
before, that perhaps they are lower than during previous 
years; they are not so low as they might be and as they 
should be after paying a reasonable interest on the invest- 
ment. This traffic pays the expense of carrying it, and 
the whole interest on the investment, which is perfectly 
proper if profitable through traffic cannot be got; but when 
in addition a part of the expense of hauling the through 
traffic is imposed upon it the charge becomes unjust, and 
the shippers have a right to protest against 1t; and, doubt- 
less, if continued they will protest, and in some way and 
at some time protest effectively. 

As things go, these competitive struggles are not per- 
manent, and nearly every year—perhaps every year—there 
has been some profit on the through traffic for the whole 
year. And as things go, a railroad is in some degree com- 
pelled to carry ata loss during such contests asthe present 
in order to preserve the traffic from which a balance of 
profit will be made during the whole year or a series of 
years. Here the local traffic does not complain—or ought 
not to—because though it at times pays losses on through 
traffic, by thus doing it secures a traffic which at other 
times more than makes up for the loss, and on the whole 
contributes part of the interest on the capital invest- 
ed, which otherwise would have to be met by the local 
traffic alone. But, if the seasons of competition when 
traffic is carried at a loss are avoidable, then the local traf- 
fic has a right to complain, notwithstanding the fact that 
on the whole the other traffic is not a tax on the local, but 
really relieves it of part of its tax; for, in the first place, 
the through traffic should be made (since it can be) to pay 
a larger proportion of the profit; and, in the second, these 
unprofitably low rates on through traffic give an artificial 
and unjust advantage to industries which do not have to 
pay the local rate. There may bea manufactory at New 
York and one half way between New York and Buffalo or 
New York and Pittsburgh. The former always has the ad- 
vantage in the rates of transportation—that is, it pays a 
less proportion of profit to the railroad than the local man- 
ufactory, whether the amount of freight be larger or 
smaller. This cannot be helped where competition is not 
entirely prohibited, and is always estimated and allowed 
for in establishing a business. Let us say that the inland 
establishment pays two cents per ton per mile for a dis- 
tance of 200 miles, the other one cent and a quarter a mile 
for 400 miles, and that the average cost is one cent per ton 
per mile. Then the inland works pays the railroad on each 
ton the gross sum of $4, of which $2 is profit; while the New 
York works pays in all $5, of which $1 is profit. One of 
the conditions of the success of the inland establishment is 
this difference in freight—.one founded on geographical posi- 
tion and the ordinary working of competition on the rail- 
roads. To reach Western customers the New York goods 
pay a dollar per ton the most for transportation. Now 
comes a struggle between railroad companies, and the 





through rate is dropped from $5.00 to $3.00 per ton, all 
the local rates remaining unchanged. Now the New York 
goods are carried for a dollar less than the interior goods, 
and for a dollar less than cost, so that the railroad com. 
pany for the time is actually paying the New York manu- 
factory a bounty of a dollar a ton on all goods shipped 
over its line, while at the same time it exacts 
a profit of two dollars a ton on _ all goods 
from the inland manufactory shipped over its line to 
the same consumers. This difference in some kinds of 
goods may well make all the difference between a profit 
and a loss; and at all eyents the interior manufacturer 
either has his customers taken away or his profits reduced 
unnaturally by the action of the railroad company, not 
in charging him too much, but in charging his competi- 
tors too little. Itis as if the Government should give a 
bounty of five dollars a ton on all pig iron produced in Il. 
linois; it would be a very good thing for owners of blast 
furnaces in Illinois, and doubtless would extend their 
business and their profits very largely; but it would be 
death to the furnacemen of Pittsburgh and the Mahoning 
Valley, who would be paying part of the money that was 
at once making their competitors rich and destroying their 
own business. 

Low rates, however, are always popular, and we rarely 
hear complaints of them. But the complaints which we 
do hear, as President Blackstone, of the Chicago & Alton, 
said in his last report, are very largely caused by unduly 
low rates. Though men do not find fault with the rates 
which are too low, they do find fault with those which, 
though perhaps not at all unreasonable, are very much 
higher than the lowest rates. And though their complaint 
is not properly directed, it still has or well may have 
sufficient grounds; for the difference in the rates is proba- 
bly a greater obstacle to most industries other than agri- 
cultural than the amount of the highest charge. 

On the other hand, everything is made uncertain at the 
terminus of a competitive route by the great and sudden 
fluctuations in rates. Suppose a man called upon to-day 
to make a contract to deliver ten thousand tons of iron 
in Chicago next October. He can now get the trans. 
portation done for $6 a ton. In October the price 
may be $9 or $10. ‘Three or four dollars a ton 
in a material of construction is a _ large 
percentage of the total cost. In the case assumed there 
may easily be a difference of $30,000 or $40,000, which is 
an element of uncertainty in the cajculations of some of 
the parties concerned. If the seller of the iron does not 
assume the risk, it falls on the buyer, and ca inot be elim- 
inated so long as the rates for transportation are so fluctu- 
ating. 

We shall not attempt to show how carrying below cost 
can be prevented. Probably we could not if we tried to; 
but we desire t) call attention to some of the evils of sueh 
a practice to the community as well as to carriers— 
evils which it does not often complain of, but which yet, 
doubtless, are the real causes of other complaints which 
are common, result in ill-feeling and sometimes in harnm- 
ful legislation, and would probably be largely removed by 
a policy which should insist that all traffic should at least 
pay the cost of carrying it; which is equivalent to the con- 
verse proposition that no traffic should be taxed to pay the 
cost of hauling some other traffic. 
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A STANDARD CAR AXLE. 


On another page will be found the circular which has 
just been issued by the Committee appointed two years 
ago by the Master Mechanics’ Association to investigate 
and report on this subject. At the last annual convention 
this Committee made a very brief report in which they 
recommended the adoption of the standard form and pro- 
portions, already proposed by the Master Car-Builders’ 
Association. The subject was then referred back to the 
Committee for further consideration, with a request that 
the reasons for the adoption of the special form and pro- 
portions should be more fully set forth. It is for the 
purpose of getting the necessary information for such a re+ 
port that the Committee have issued the circular referred to 

Probably tew persons, on first considering this ques- 
tion, fully realize the great advantages which would result 
from the general adoption of a common standard for car 
axles. It is the first step which, if once taken, will make 
it comparatively easy to adopt a uniform system for the 


axles vary so much as they do now, it will be impossible 
to have the brass bearings, boxes, etc., alike. Persons 
without experience in this direction, or who have 
never observed closely the expense of keeping in repair 
the great variety of cars which run over any of 
our main lines, have little idea of the immense eX 
pense which is now incurred simply on account of the 
great diversity in the construction «f the parts which most 
frequently need renewal. Of course the repair of cars will 
always form a large item of expense in railroad transporte- 
tion, but this expense would be very much lessened if it 
were possible to renew the parts which wear out on differ- 
ent cars with the same duplicate parts. At present it 18 
necessary to keep an immense stock of such duplicate 





parts on hand to meet the requirements of different cat 





other parts of cars. So long, however, as the sizes of 
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If a brass bearing is worn out, it is not only necessary to 
replace it, but before doing so it must be known what pat- 
tern it is, and then a duplicate must be found before the. 
old one con be replaced. This consumes time, causes 
delay, incurs expense and impedes business. The same 
thing might be said of all the other parts of cars, and 
many a car-builder might tell woful stories of the deten- 
tions to cars and the annoyances to which he has been sub- 
jected because some casting which was broken could not 
be replaced without sending hundreds of miles for a du- 
plicate, or “holding” the car for several days until a pat- 
tern could be made and a new casting furnished. 

Notwithstanding the great advantages which would re- 
sult fromthe adoption of a uniform system, the action 
recommended by the committee who have under con- 
sideration the form and proportions of a standard axle 
has been very much opposed. All are agreed that very 
great advantages would result from uniformity, but when 
specific dimensions and proportions are named for a 
standard axle, itis hard to secure unanimity. Eachman 
thinks that @r axles should be alike, but he is then un- 
willing to make any sacrifices of his own opinions or con- 
venience for the sake of securing such uniformity. Such 
persons would do well to reflect that if all were as stiff- 
necked as they, the advantages sought by the adoption of a 
standard axle could never be realized. 

In determining the form and proportions for such an 
axle it must be remembered that the problem presented 
isnot to select such dimensions as will suit any one con- 
dition of things, but to determine the form and propor- 
tions best suited for all the varying circumstances met 
with in prictice. It is not to design an axle suited for 
one given kind of car, but for all kinds of cars. The gen- 
eral principle should therefore be kept in mind, that the 
standard axle must be strong enough for the heaviest cars. 
Perhaps the greatest opposition to the form and propor- 
tions proposed is made on the ground that such axles are 
unnecessarily heavy. Those who make that objection 
can hardly have been very observant of the loads which 
are now carried in cars. As every car-builder and freight 
agent can tell you, it is not unusual to find freight cars 
loaded with 30, 40, and even 45,000 Ibs. of load, so 
that each journal must bear a weight of from 
6,000 to 8,000 pounds. The tendency to increase the loads 
on cars has been steadily increasing ever since the first 
railroads were built. Whether this tendency is to be com- 
mended or not is not a proper question for consideration 
here. The fact alone, that such is the practice, is good 
ground for the adoption of an axle strong enough to meet 
the requirements to which it will be subjected. Car- 
builders may be assured that if the axles under light cars 
are too strong, they will be a source of very little trouble, 
whereas if they are too weak under heavy cars, they will 
often be heard from and probably be the cause of great 
disaster. In order therefore that the objection stated 
should have any force, it mu-t be shown that the standard 
proposed is too strong for the heaviest loads which such 
axles are liable to carry in the ordinary traffic in which 
they are employed. 

Another objection urged against the use of large journals 
is, that the friction is greater on them than on smaller ones. 
It is very difficult to consider this objection patiently. 
There are some errors and superstitions which will prob- 
ably endure as long as the human race. Some of these, it 
is true, are gradually extinguished by the light of knowl- 
edge, but there are still people who hold tenaciously to the 
belief that a crook in agrindstone handle gives greater lev- 
erage, and others who hold the idea that friction is in- 
creased by enlarging the rubbing surfaces in contact. If 
the latter could only be induced to read the reports of ex- 
periments made over and over again by investigators of 
this subject, or to make careful experiments themselves, 
there would be some hope that the fallacy might become 
extinct; but at present it forms a part of a dense wall of 
ignorance which is interposed in the way of progress, and 
hoamount of refutation will pro ably prevail against it. 
To those who still hold to this idea, it may be said that it 
was shown nearly two hundred years ago that triction is, 
Vithin ordinary limits, independent of the area of the rub- 
bing surfaces in contact. hese conclusions have been 
Verified over and over again by the most careful experi- 
ments and intelligent investigators, and when a person 
ges seriously that the amount of friction will be in- 
creased if the surfaces in contact are enlarged, some friend 
should tell him confidentially that he is exposing his 
'gnorance most lamentably. 

Itis, however, very desirable that general unanimity 
should be secured in whatever action is taken, and the fact 
thata kindred Association has already adopted the stan- 

d recommended and some leading lines have already 
Put in use large numbers of such axles is certainly a very 
strong reason for confirming the action of that Association. 
Should that be done, it will be very much easier to secure 
Nnanimity in the different roads than it will be if the 

Mechanics’ Association adopts a different standard. 

Itis believed, however, that unanimity is much more 

Probable after full discussion than without, and it is there- 
desired that all who either agree or dissent from the 
Meommendations of the Committee made last year should 


express their views as fullv as possible. It is hoped, 
therefere, that all the members will answer the circular 
which has just been issued by the Committee. If such 
answer has not already been forwarded, it should be done 
without any delay after this reaches the eyes of members. 
They should be reminded, too, that if the vario..s enqui- 
ries could be answered by the citation of carefully-observed 
facts, the latter will have very much more value than mere 
loose opinions or vague notions, which seldom rest on 
sofficient ground. The Committee hope to secure from 
some of the roads which have adopted the standard axles 
recommended some data and statistics which will show 
clearly the results of their use, and all who have any 
records of such facts can aid in increasing the value of 
the report by furnishing the Committee with such infor- 
mation. 

Quite curiously, the greatest opposition to the adoption 
of the standard proposed comes from those who have had 
no experience whatsover in its use, and the warmest advo- 
cates for a large axle are those who have seen it in use and 
who in many cases were opposed to its introduction when 
first recommended. 

One of the incidental advantages which would accrue 
from the use of a uniform system of parts for cars would 
be that the cost of manufacture would be reduced. At the 
present time no manufacturer can venture to make axles 
unless they are ordered, because he cannot be sure that 
the size he may make will be in demand. The same thing 
is true of wheels. If all wheel-hubs were of uniform di- 
mensions, wheel-makers could in dull times go on manu- 
facturing the standard sizes and feel quite sure that there 
would be a market for them. At present, however, all 
wheel manufacturers will say that the very sizes which 
they may venture to make will quite probably be the sizes 
for which there will be no sale. If a uniform system were 
established, however, every manufacturer of wheels and 
axles would feel safe in making a stock in dull times which 
could be sold when business revived. Wheels, axles, brass- 
bearings, etc., would thus become staple articles of mer- 
chandise, instead, as now, being subject to special orders. 








Railroad Construction in 1874. 


Having diligently endeavored to secure correct information, 
we have the following corrections to make to our list of new 
raiJroads completed in 1874, all being additions: 





Miles, 
Breakwater & Frankford. .....00ccccccccccccccscccsccccceccccces 3 
Cairo & St. Louis (narrow gauge)...... «0. ceccsccccccesccccesees 16 
Chicage & PaciBes...cccsccrccccscccccccccccecs cccercecccccceces 3 
Galena & Southern Wisconsin (narrow gauge)...... ¢ ee8en ae 9 
COU PRED 0:0 0 000000005: 0004000006 0d decccvcseesoocccccccce 4 
Logansport, Crawfordsville & Southwestern.........-.....+ 3 





Memphis Branch (narrow gauge) .... ..... 
North Pacific Coast (narrow gauge)... 
Peach Bottom (narrow gauge)....... 
Southern Pacific—Anaheim Branch. 
Wie BOwUROER . occ cccrcccccvcccccccccccccccoccccs 
Utah Western (narrow gauge) 


Of this, the three miles of the Logansport, Crawfordaville & 
Southwest:rn, with three miles completed in 1875, was re- 
ported as built in 1873, when the road was opened to Logans- 
port. Of the whole, 6144 miles is of 3-feet gauge. 

This brings up the total constructed in the United States in 
1874 to 2,025 miles of railroad, 422 miles of which was of three- 
feet gauge. The mileage constructed in 1873 was 3,833 miles, 
and that in 1872, when the construction was the greatest ever 
known, 7,340 miles. 





in 1875. 


Heretofore this year in making up our weekly record of new 
railroad construction we have omitted to state the total con- 
structed to date during the year and compare it with that 
for previouge years. This was because we were in doubt as to 
certain sections of line completed about the beginning of the 
year as to whether they were built this year or last. Having 
ascertained the facts, so far as possible, we summarize below 
the construction of 1875 down to date : 


Railroad Construction 









Miles. 
Buffalo & Jamestown.......- $000 04 5000b0 0008 00 c00ene 00000056008 9 
Cairo & St. Louis (narrow gauge). ecee 39 
Chicago & Pacific. ........++ses0+ 30 
Easton & Amboy.......-.e+++e0+ 18 
Lancaster & Reading—Quarryville Branch. 15 
TAtehe Rock & Wort Gateh. « 200000000007 -cocccccccccceccscescceces 4 
Logansport, Crawfordsville & Southwestern ...... 3 
North Pacific Coast (marrow Q@UGe).......++.ecececeeceseereceeens 6 
Patina & Damvyilbe...cccccccccccccs covscccccccesccce coccsessccece 17 
St. Louis, Hannibal & Keokuk .......... ccs ecceee cece cceee eaeee 12 
Santa Cruz (marvOW @auge)........-seeeeeees i newinsk: eames) estate 6 
Southern Pacific.......... -.-. (0:0 6d000.0000000-006 9062000900006 14 
Weeds Bees BOTW 00t c. cccccccccccveccccsccesccccccecccss cose cccece 15 
tale WeSteP®. .ccccccccccccccccccecccescccccccceesseccescccseces 11 


For the corresponding period of 1874 we reported 303 mils, 
and for 1873, 535 miles, ‘ 








Record of New Railroad Construction. 


The Railroad Gazette last week had information of the lay- 
ing of track on new railroads as follows : 

Litlle Rock & Fort Smith.—Extended from Clarksville, Ark., 
westward 8 miles, up the Arkansas River. 

Lancaster & Reading — Quarryville Branch.—Completed 
from Lancaster southeast 15 miles to Quarryville. 

This is a total of 23 miles of new railroad. 

This number of the Railroad Gazelte has information of 
the laying of track on new railroads, as follows : 

St. Louis, Hannibal & Keokuk.—Extended from Frankford, 
Mo., south by east 12 miles to Bowling Green. 





Southern Pacific.—Extended from Bakersfield, Cal., south- 
eastward 14 miles. 


Utah Western.—This road, of 3-feet gauge, bas been extend- 
ed westward 5 miles from Lake Point to Half-way House,Utah. 
Ths is a total of 31 miles of new railroad. 





NEW PUBLICATIONS. 

The Commercial and Financial Chronicle has recently 
changed and greatly improved the stock and bond list which it 
has published for three or four years past. The tables include 
State securities, city securities and railroad stocks and bonds. 
The latter covera 18 pages, and seems to be quite complete, 
so far as issues of bonds are concerned. No mention is made 
of the stock of most of the newer companies, we see, not even 
ot that which has a considerable value, like the Burlington & 
Missouri River in Nebraska, the Chicago & Towa, these not 
often appearing in the markets. The table .has columns as 
follows for each issue of every road: Miles of road; date of 
bonds; size or par value; amount outstanding; rate per cent.; 
time when payable, and place where and agent by whom pay- 
able, for interest and dividends; and a final column which 
gives the time when the principal of bonds is due, and the 
time when the last dividend was paid. 

Perhaps the most valuable part of the improved table is in 
the notes, however, which give various items of information 
which assist in understanding the position of the several se- 
curities, such as statements of leases and guarantees of prin- 
cipal and interest, and (very frequently, alas!) notices de- 
faults in paying interest, of the funding of coupons, and of 
8 les under foreclosure. 

Formerly this table was stitched in the Chronicle; now it 
appears separately in a pamphlet of 32 pages sent with the 
Chronicle the first wevk of each month. We do not know 
that itis sold separatately but we should suppose that it 
would be in demand by many who are not subscribers to the 
Chronicle. Ini ts newtorm it takes a new title, also, and is 
called the Investor's Supplement of the Commercial and Fi- 
nancial Chronicle, 

The International Railway and Steam Navigation Guide 
contains very full tables of all the Canadian railroad and 
steamboat lines and of their American connections, besides the 
time-tablee of the principal roads in the Northern and West- 
ern States. lt has also a table giving the names of all the sta- 
tions contained in the tables, with the road on which each sta- 
tion is situated. It is complete in its field and is caretully 
edited. Itis published by O. R. Chisholm & Brothers, Mon- 
treal, Canada. 


" @eneval Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 





St. Louis, Jacksonville & Chicago.—At the annual meetin 
in Chicago, April 5, the following directors were chosen : ra 
B. Biackstone, John Crerar, N. W. Green, 0. D, Hodges, J. 
Sawyer, George Straut, L. J. Worcester. The road is leased 
by the Chicago & Aiton. 


Jotiet & Chicago.—At the annual meeting in Chicago, April 
5, the following directors were elected: J. M, Adams, T. B, 
Blackstone, Jobn Crerar, J. B. Drake, D. W. Jones. ‘vhe 
road is leased by the Chicago & Alton, forming part of its 
main line. 

Alton & St. Louis.—At the annual meeting in Chicago, April 
5, T. B. Blackstone, J. J. Mitchell and George Straut were 
chosen directors. The road is leased by the Chicago & Aiton. 

= aon. > Bridge Cees —-50 the annual meeting in 
Chicago, April 5, the stockholders elected the following board 
of directors: T. B. Biackstone, H. V. P. Block, J. Bb, Drake, 
J. J. Mitchell, George Straut. The compene owned the bridge 
over the Mississippi at Louisiana, which is leased by the Ohi- 
cago and Alton. 


Shenandoah Valley.—At the annual meeting in Front Royal, 
Va., April 6, William McLellan, of Chambersburg, Pa., was 
chosen President, with the yy oe John W. Ashby, 
A. BR, Boteler, U. L. Boyce, M. B. Buck, J, L. Hoof, J. 7. 
Hubley, H. B. Harnsberger, Jobn Kelly, M. Spitler, W. H. 
Travers, Wm. Milnes, Jr. The tatter was chosen Vice-Presi- 
dent, to succeed Ool. J. M. Walker, resigned. 


Chicago & Pacific.—At the annual meeting in Chicago, 
April 7, the following directors were chosen: George 8, Bowen, 
Tim. M. Bradley, A. ©. Campbell, T. 8. Dobbins, M, L. Pease, 
John 8. Wilcox, George Youngs. ‘The board elected officers 
as follows: T. 8. Dobbins, President; George 8, Bowen, Vice- 
President and Treasurer; W. T. Hughes, Secretary; I, M. 
Whitman, Engineer; J. 8. Wilcox, Soli itor. 

Detroit & Milwaukee.—Mr. C. C. Trowbridge, of Detroit, 
has been appointed Provisional Receiver by consent of all the 
parties in interest, 

Baltimore, Pitisburgh & Chicago.—The annual meeting of 
the Indiana Division was held in Auburn, Ind., April &, and 
the following directors were chosen: A. P, Edgerton, Fort 
Wayne, Ind.; D. Lee, Chicago; W. C. Quincy, John Gardner, 
Columbus, O.; George R. Dennis, Frederick, Md.; W. Keyser, 
J. K. Cowan, Baltimore. The board elected W. 0. Quincy, 
President; W. Wing, Secretary; W. H. Ijams, Treasurer; J. on 
Randolph, Chief Engineer. 

At the annual meeting of tbe Illinois Division in Chicago, 
April 8, the following directors were chosen to serve three 
years: C. M. Culberteon, Chicago; George R. Dennis, Fred- 
erick, Md.; John K. Cowan, Baltimore. The board elected 
2 same officers as those of the Indiana Division, given 
above. 


Poughkeepsie Bridge Company.—In addition to the changes 
in the board already noted, George KR. Gaylord and O. A. 
Booth, of Poughkeepsie, N. Y., and John T, Clark, ot Boston, 
have been chosen directors, in place of A. J. Cassatt and M. 
Franklin. Other changes are expected, 


Green Bay & Minnesota,—At the annual meeting in Green 
Bay, Wis., recently. the following directors were elected: W. 
J. Abrams, F. 8. Ellis, David M. Kelly, M. D. Peak, George 
sommers, Green Bay, Wis.; W. E. Peak, Fort Howard, Wis. ; 
Henry Ketchum, New London, Wis.; TI. F. Hatfield, Jr., Wal- 
ter Scranton, New York. The only new director is Mr. Hat- 
field, who replaces K. A, Bradley. The board elected Henry 
Ketchum President ; David M. Kelly, Vice-President and Gen- 
eral Manager; W. J. Abrams, Secretary and Paymaster; W. 
R. Hancock, Treasurer ; 8. B. Kenrick, Superintendent; Dan- 
iel Atwood, General Freight Agent; R. W. Nathan, General 
Passenger Agent; J. M. Norris, Auditor ; J. Patton, Uhief En- 
gineer. Mr. Abrams succeeds F, 8. Ellis as Secretary. 

Washington City, Virginia Midland & Great Southern.—Mr. 
George K. Koontz has been appointed General Agent in Wash- 





ington. He holds the eame position on the Baltimore & Ohio. 
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Chesapeake & Ohio.—Mr. John M. King has been appeieted 
Master Oar-builder. He formerly beld the position but was 
removed some time since. 

Richmond, Fredericksburg & Potomac.—Mr. A. A. Taylor 
has bees appointed General Freight and Ticket Agent, in 
place of Capt. Joseph B. Gentry, deceased. Mr. L. P. Ellis is 
appointed Auditor. 

Lewiston & Auburn.—At the annual mroeitngs, April 1, the 
following directors were chosen : E. 8. Davis, Edmund Rus- 
sell, J. G. Coburo, George H. Pillsbury, J. L. H. Cobb, A. M. 
Jones, Thomas Littlefield, James Dingley, J. T. Randall. 

International & Great Northern.—The officers for the ensu- 
ing year are as follows: President, Samuel Sloan, New York; 
Vice-President, R. 8. Hayes, Houston, ‘lex.; Secretary, 
Ira H. Evans, Houston, Tex.; Treasurer, D. H. Smith, Hous- 
ton, Tex.; Assistant Treasurer, Jacob 8. Wetmore, New York. 

New York Central & Hudson River.—Mr. W. A. Graves has 
been appointsd Superintendent of Telegraph in place of A. L. 
Dick, resigned. 

Deti oit, Lansing & Lake Michigan.—At the annual meeting 
in Detroit, Mich., April 6, the following directors were elected 
for the ensuing year: Nathaniel Thayer, John A. Burnham, 
John D. Brooks, Charles L. Young, Nathaniel Thayer, Jr., 
Wm. F. Weld, H. H. Hunnewell, George O. Shattuck, Charles 
F, Adams, Jr., Charles Merriam, Boston; James F. Joy, De- 
trout, 

Toledo, Peoria & Warsaw.—Mr. F.N. Finney has been ap- 

ointed Chiet Engineer. Mr. Saulsbury has been appointed 

‘Baperintendeat of the Burlington Division. 

’ Kastern.--Geo. Bachelder has been appointed Superintend- 
ent of the road, inclading the Portland Division. Office, 
Boston, Mass. The office of General Agent at Portland is 
abolished. 

Jefferson City, Lebanon & Southwestern.—This company has 
been re-organized with the following officers: President, J. 8. 
Ambrose; Vice-President, Dr. W. A. Curey; Secretary and 
Treasurer, 8. W. Cox, Jefferson City, Mo.; General Superin- 
tendent, 8. O. Hemenway, St. Louis. 

New Jersey & New York.—At the annual meeting, April 10, 
the following directors were chosen: William G. Fargo, Sam- 
uel W. Johnson, Francis R. Baby, James M. Morley and Peter 
Ward, of New York, and T. M. Niven, A. 8. Whiton, I. D. Dem- 
orest, J. C. Westervelt, D. P. Patterson and FE. B. Golt, of New 
Jersey. 

The Master Mechanic of the road is Mr. A. J. Auryansen, 
not Mr. C. J. Clifford, as stated recently. Mr. Clifford informs 
us that since he resigned his position on tue New Jersey Mid- 
land, he has been employed on this road as a locomutive en- 
gineer. 

Manhattan & Northwestern.—At the annual meeting in Man- 
hattan, Kan., April 6, the ohewing directors were chosen: 
N. A. Adams, L. R. Elliott, Albert Griffin, C. E. Olmstead, T. 
A, Osborne, EB. B. Purcell, J. 8. Randolph. ‘Tbe board subse- 

uently re-elected L. R. Elliott, President; 0. E. Olmstead, 
Tice President; N. A. Adams, Secretary; E. B. Purcell, Treas- 
urer, 

Keokuk Northern Packet Line.—A special meeting was held 
in St. Louis recently in accordance with the recent order of 
the court and the following board of directors was elected : 
W. F. Davidson, P. 8. Davidson. Wm. Rhodes, N. Mulliken, 
John Kyle, Cincinnati; Wm. E. Burr, B. H. Campbell, Chicago; 
D. Hunkins Thos. H. Griffith. The new board eiected the 
following officers: President, William F. Davidson; Secretary 
and Treasurer, John Shelthan; General Superintendent, P. 8. 
Davidson; Executive Committee, ‘Thos. Hf. Griffith, N. Mulli- 
ken and William F. Davidson. 

New Jersey Midland.—Mr, C. D. McKelvey, formerly of the 
Erie. has been appointed Chief ‘l'rain Dispatcher, in place of 
F. 8. Gannon, who has gone to the Long Island road. 

Island.—Mr. Frank 8. Gannon, late of the New Jerrey 
Midland, has been appointed Chicf ‘Train Dispatcher, with o:- 

fice at Hunter’s Point, N. Y. 

Sheboygan & Fond du Lac. -Mr. L. A. Emerson has been 
appointed Assistant Superintendent and General Passenger 
po Ticket Agent. He will have full authority over matters 
pertaining to the Passenger and Ticket Department. Car 
mileage reports will be made to and by him. T. H. Malone 
has been appointed General Freight Agent, and has full au- 
thority over matters pertaining to his department. M. Ewen 
has been appointed Auditor, Cashier and Paymaster. All drafts 
will be drawn on and by the Auditor. 

Memphis & Charleston.—Mr. Jos. C. Lopez having retired 
from the service of this company as General Freight Agent, 
all communications pertaining to that department should be 
addressed to Mr. John B. Gallaway, Acting Freight Agent, 
who has been appointed to fill the vacancy. 

Allegheny Valley.—At the annual meeting in Pittsburgh, 
April 13, the fo lowing directors were chosen: Felix R. 

Brunot, 5. F. Jones, J. P. Lyon, Wm. M. Lyon, W. K. Nimick, 

James Park, Jr., John Scott, Pittsburgh; George B. Roberts, 

‘Thomas A. Scott, Philadelphia. 

Canada Central Extension.—Robert L. Harris, late Chief 
Engineer of the Chicago & Canada Southern Railway, has been 
selected as Engineer for the Canada Central Railway Exten- 
sion. This line extends from Rentrew 70 miles west of Ottawa 
westerly to the eastern terminus of the Canada Pacific Rail- 
way, near Lake Nipissing, and appears to be practically part of 
the trunk line of that road. 

Canada Pacifie.—Wm. Murdock, C. E., heretofore of Canada 
Pacific Explorations and Surveys, bas been pegotates Engi- 
neer for the Georgian Bay Branch ot the Canada Pacific Ruil- 
wry, extending from the mouth of French River at head of 
Georgian Bay easterly to the western terminus of the Canada 
Central Extension. 

Both ot the above lines are part of the Canadian Government 
railroad system. 

North Shore of Canada.—An advertisement of this com 
pany published in the Quebec Chronicle of mg 10 announces 
that applications to fill the uffice of Chief Engineer will be 
received by the Secretary, Mr. A. H. Verret, until the lust day 
of this month. 

Springfield & New London.—This company has been organ- 
ized in Springfield, Mass, by the election of the following 
officers: Gurdon Bill, President; L. J. Powers, Vice-President; 
Daniel L. Harris, Clerk, and James Kirkham, I'reasurer. 

Lewiston & Auburn,—At an aera meeting of the stock- 
holders, J. G. Colburn, E. 8. Davis and G, H., Pillsbury, re- 
signed their position of directors, to which they were elected 
last week, and C. ©. Cobb, W. E. Pressey and W. F. Garcelon 
were elected to fill the vacancies. 

Staten Island.—At the annual meeting, April 12, the follow- 


ing directors were chosen: Joseph Britton, Charles Carra- 
nello, Wm. King, B. Kreischer, James McNamee, Nathaniel 


Marsh, L. H. Meyer, J. W. Merserean, A. J. Ockershausen, 
Jobn Stitt, Dwight Townsend, Jacob W. Vanderbilt, James J. 
Winants. 


"PERSONAL. 


—Mr. H. R. Torrey, for ten years foreman of round-house at 
Auror.s, on the Chicago, Burlington & Quincy Railroad, and 
an extremely capable man, both as a mechanic and a manager 


ef men, has resigned his position. The Aurora Beacon says : 


‘Universal regret is expressed by railroad men, especially 











in the locomotive department, over the departure of Mr. H. 
R. Torrey. Mr. Torrey had been in the employ of the com- 
pany for sixteen years as machinist and engineer, and for ten 
years past in charge of the Aurora round-houses, winning the 
confidence and esteem of all with whom he came in contact, 
either in business or social relations. Probably no man ever 
left with a better r:cord, or whose loss was more keenly re- 
gretted by men who had served under him so many years, 
Mr, R. Colville, formerly ot Galesburg, replaces Mr. Torrey in 
charge of the round-houses, entering upon his duties on 
Thursday morning, and is spoken of as being peculiarly fitted 
for the position, and extremely popular among railroad men. 
Torrey has not yet decided upon his destination.” 

—Mr. Joseph Price, for several years Treasurer, and more 
recently General Manager of the Great Western Railway of 
Canada, returns to England. A farewell banquet was given 
him at Hamilton on the 29th ult. 


-Mr. John E. Chamberlain, of South Newbury, Vt., formerly 
& very prominent railroad contractor and builder, has been 
stricken wivh paralysis and is not expected to recover. He is 
the father of Mr. H. E. Chamberlain, superintendent of the 
Concord Railroad, 

—Mr. F, N. Finney, General Superintendent, and T. H. 
Malone, General Freight Agent of the Logansport, Craw- 
fordsville & Southwestern road,’ have resigned. 

—Mr. O. A. Simons has resigned his position as Roadmaster 
of the Pittsburgh, Fort Wayne & Chicago Railway, after a ser- 
vice of 22 years on the road. 

—Mr, Silas Seymour has resigned his position as Acting 
Chief Engineer of the North Shore Railway of Canada, but 
remains with the company as Consulting Engineer. 

—Mr. Albert Congdon has been discharged from his position 
as Master Mechanic of the Toledo Division of the Lake Shore 
& Michigan Southern Railway. 

—The gentleman most prominently named as successor to 
General Stark as Manager ot the Boston & Lowell road is Hon. 
Daniel 8. Richardson, of Lowell, for several years President of 
the Vermont & Massachusetts. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
The following reports of earnings bave been made: 
Year ending December 31: 




















1874. 1873. Inc, or Dec. P. c, 
Allegheny Valley...... $2,389,472 $2,697,238 Dec.. $307,766 11% 
Expenses,.......... 1,470,785 1,931,913 Dec.. 461,128 23% 
Net earnings .. $918,687 $765,325 Inc.. $153,362 20 
Per cent. of expen’s. 61.55 71.63 Dec . 10.08 14% 
Gilman, Clinton & 
Springfield........ $252,490 $253,315 Dec.. $825 0% 
Expenses... «ss 157,462 222,389 Dec.. 64,927 2934 
Net earnings.... . $95,028 $30,926 Inc.. $64,102 207% 
Per cent. of expen’s. 62.36 87.79 Dec.. 25.43 28% 
Lake Shore & Mich. 
Southern.........$17,146,131 $19,414,509 Dec..$2,268,478 115 
Expenses -eeee 11,152,372 18,746,598 Dec... 2,594,226 18% 
Net earnings.... . $5,993,759 $5,667,911 Inc.. $325.848 63 
Per cent. of expen’s. 5 70.90 Dec.. 5.86 8Y% 
South Carolina....... $1,365,972 $1,491,016 Dec.. $125,044 8% 
Expenses.... .... . 850,515 914,551 Dec.. 64,0386 7 
Net earnings $515,457 $576,465 Dec.. $61,008 105% 
Per cent. ot expen’s. 62.26 61.34 Inc.. 0.92 1% 
Two months ending February 28: 
1875. 1874. 
Mobile & Ohio........ $352,903 $507,275 Dec.. $154372 30% 
Month of March : 
Central Pacific........ 1,192,000 882,423 Iuc.. 309,577 3534 
Chicago, Rock Island 
OO” era 649,870 641,340 Inc.. 108,530 20 
Denver & Rio Grande . 26,634 24,257 Inc.. 2,377 9% 
Tilinois Central....... 586,188 561,793 Inc.. 24,395 43 
Miss., Kan, & Texas... 240,000 262,80. Dec.. 22,801 85% 
St. Louis, Alt. & T. H., 
MGIB ccccccccccccce 83,023 104,193 Dec.. 21,170 20% 
St. Louis, Alt., & T. H., 
branches... «s+. 49,370 44,472 Inc.. 4,898 11 
St. Louis, Iron Mt. & 
SoutherD,........+. 275,300 236,132 Inc.. 39,168 16% 
Toledo, Peoria & War- 
MPeesceccness csdec 72,805 98,023 Dec.. 25,218 2534 
Union Pacific......... 823,510 651,475 Inc.. 172,035 2644 


Central Pacific earnings are also compared with 1873 as 
follows : 


1875, 1873. Inc.ordec. P.c, 
Cen. Pacific, March.... $1,192,000 $939,778 Inc... $252,222 26% 
“ threem’hs 2,984,000 2,621,061 Tuc... 462,939 183% 
First week in April— 1875. 1874, 
Union Pacific .......0.. $237,117 $135,713 Inc... $101,404 751 
Ooal Movement. 
Week ending April 3: 
1875. 1874. Inc, or dec. P.c. 
Anthracite..........-. . 235,547 396,629 Dec.. 161,082 405, 
Semi-bituminous, Broad 
top and Clearfield ... i eee 
Cumberland aa ariel 34,854 
Bituminous, Barclay... 5,956 
Bituminous, West’n Pa. 16,958 
Bituminous, West Va... 3,505 





Tron Movement. 
Receipts and rbipments of iron ore and pig iron at st. Louis 
for the week ending April 10 were : 


Flour and Grain Movement. 


April 3 (ficur in barrels, grain in bushels) : 





Flour— 
Week ending April 3 : J875. 1874. Inc, or Dec. P.c. 
Lake ports’ receipts...... 84,524 110,815 Dec.. 26,291 23.7 
o shipments.... 110,275 97,609 Inc.. 12,666 13.0 
Atlantic porta’ receipts... 201,292 184,497 Inc.. 16,795 92 
Jan. 1 to April 3; 
Lake ports’ receipts...... 1,026 872 1,657,757 Dec.. 630,885 38.0 
es *  gshipments.... 1,057,645 1,483,643 Dec.. 425,998 28.7 
Atlautic ports’ receipts... 1,987,101 2,821,247 Dec.. 834,146 29.5 
Aug. 1 to April 3: 
Lake ports’ receipts...... 3,586,852 4,326,915 Dec.. 746,063 17.4 
Grain of all kinds— 
Week ending April 3: 
Lake ports’ receipts...... 1,596,988 2 667,881 Dec..1,070 893 40.1 
e «  shipments.... 1,054,587 1,238,889 Dec.. 184,302 149 
Atlantic ports’ receipts... 1,775,823 1,997,700 Dec.. 221,877 11.1 
Jan. 1 to April 1: 
Lake ports’ receipts...... 25,532,432 34,645,149 Dec. 9,012,717 26.1 
« ‘* shipments....11,543,926 14,984,732 Dec..3,440,806 23.0 
Atlantic ports’ receipts. ..22,857,227 24,746,181 Dec..1,888,954 7.6 
Aug. 1 to April 3: 
Lake ports’ receipts...... 95,320,394 120,634,579 Dec.25,314,185 21.1 
1874-75. 1873-74. 1872-73. 187!-72. 
Same for four years... .95,320,394 120,634,579 103,468,461 97,528,183 
Same Jan. 1 to April3: 1875. 1874. 1873. 1872. 
Lake ports’ receipts. ..25,532,432 34,545,149 27,699,631 21,706,651 
fd «  shipments..11,543,926 14,948,732 9,437,543 9,316,184 
, Atlantic ports’ receipts,22,857,227  24,746,i81 13,930,527 15,787,142 


-—— Receipts —--— ——Shipmentse—— 

Ore. Pig. ‘Total. ure. Pig. Total. 
By rail, tons........... 1,226 310 1,535 330 702 1,032 
8 ee ae <n 765 1765 ne 
BON. oo c5is csoncs 1,225 1,075 2,300 330 702 1,032 


The Produce Exchange Weekly reports as follows down to 


An examination will show that while at the lake ports (with 
which are included St. Louis and Peoria) the grain receipts 
have fallen cff largely—21 per cent. for the crop year and % 
med cent. since the first of ene and for the crop year :r¢ 
he smallest for four years, and while the shipments of thege 
ports have fallen off 23 per cent. since January 1, the grain 
movement has not fallen off in anything like s0_ great a pro. 
portion: for the receipts at Atlantic ports since January 1 are 
not 8 per cent. less than last year, and are immensely greater 
than for the two years previous—64 per cent. greater than in 
1873 and 45 per cent. greater than in 1872. The great differ. 
ence between the receipts of the northwestern grain c ntreg 
and those of the Atlantic ports indicates thet the latter haye 
received a larger proportion than usual directly from the sta. 
tions nearest the producers, without an intermediate sale, 
storage and shipment at an interior city. Thus compare the 
lake ports’ shtpments with the Atlantic ports’ receipts for the 
four years, and we find that in 1873 down to April 3 the former 
were 61 per cent. of the latter ; in 1874, 68 per cent.; in 1874, 
604 percent., but in 1875 only 504% percent. This coverg, 
season when navigation is not open, and when, therefore, the 
lake ports do not offer the advantage of the cheapest route, 


‘THE SCRAP HEAP. 

Ticket Colors. 

All the State railroads of Prussia and several others have ip- 
troduced uniform colors tor tickets of the digerent classes, 


which are to correspond with the color of the cars. They are 
yellow for first class, gray for second and brown for third clags, 


Proximate and Remote Oause of Injury. 

The third volume of the Nebraska Reports has a report of 
the case of McCleary +s. Sioux City & Pacific Railroad Compa- 
ny. In this case a train of cars was running three-quarters of 
an hour behind the usual and advertisedttime, and wis upset by 
a sudden 7 of wind which crossed the track, but not that 
portion of the track where the train would have been if ran- 
ning on time, whereby a passenger was injured. It was held 
that the injury complained of was not the natural result of run. 
ning the train behind time, and that the damages sustained 
were too remote to entitle a recovery against the carrier. 


Constensting and Working Inclined Railroads, 
Switzerland recently requested the opinion of a co:nmission 
of engineers called as experts to decide on the best method of 
construction and working ofinclined railroads. On this ques- 
tion these engineers have laid down the following principles, 
— not only in the Alps, but also in all mountain coun- 
ries : 

1. Grades up to 7 in 100 (370 feet per mile) can be worked 
by locomotives. 

2. Steep grades should be reduced to short 'engths, 

8. Platforms, or horizontal sections, should be established at 
the foot of these grades. 

4, The attention of the enginemen should be directed prin- 
cipally to the descent of the train, since there the danger 1s, 
5. In descending the locomotive should take no more cars 
than in ascending. 

6. Aside from the ordinary brakes, the engine should be 
= with compressed air and counter-pressure steam 
rakes. 

7. The cars should have powerful brakes which can be put 
in operation by an automatic apparatus in case the train should 
attain too great a speed. 

8. The locomotives should be provided with sand-boxes, in- 
tended to let out sand on the rails to increase the adhesion. 
9. All complication in mechanism must be avoided, and also 
the use of two-story cars. 


— ” _ 


O1.D AND NEW ROADS 
New York Elevated. 


The repairs to this road have been completed and the run- 
ning of trains resumed. ‘The gauge has been changed to4 
feet 8% inches, the road laid with new steel rails, which are 
not attached directly to the girders as the old rails were, but 
are laid on sawed ties which rest on the girders. ‘I'wo truss 
rods have been added to each girder. A _ turnout hasbeen 
built at Franklin street, which doubles the capacity of the 
road, enabling trains to run twice as often as heretofore. 


Qanadian Pacific. 
Two contracts have been let to Sefton & Ward, one on the 
section from Fort William to Lake Shebandowan, 50 miles, at 
$18,000 per mile for grading. The other is on the Lake Cross 
and Red River section, the two contracts including 122 miles 
of road, 
The 140 milestfrom Rat Portage, Lake of the Woods, to near 
Red River is let at 35 cents per cubic yard for earth excavation 
and $1.75 for rock. No bids have been accepted on the Lake 
Cross and Rat Portage section, 37 miles. 
From Lake Shebandowan through Rainy Lake and Lake f 
the Woods there is a water route 270 miles Jong, to improve 
which $390,000 has been appropriated. 

The Canadian Senate has rejected the Government bill i 
viding for the construction of the line from Esquimalt to Ma 
naime on Vancouver’s Island, at the western end of the line. 


Marietta & Oincinnati. 

The old project of building a cut-off from this road at Love- 
land, O., to the Cincinnati, Hamilton & WVayton at Hamilton, 
s received. It is said that surveys are being made for the line, 
which is about 15 miles long. 


Richmond & Mecklenburg. 


Under this name the Virginia Legislature has granted 4 
charter to a company to complete what was tormerly known #& 
the Roanoke Valley line from the Richmond & Danville # 
Kingsville, Va., to Clarksville. The commissioners named it 
the ae will shortly open books for subscribtions to 
stock. 


Uolumbus, Ohicago & Indiana Oentral. 

The address of Mr. Charles F. Southmayd to the bondbold 
ers at the meeting last wéek was somewhat iu the nature ol & 
legal opinion. He spoke much against the Pennsylvania hae: 
road, giving bondholders to understand that the company ¥# 
unscrupulous, and stating that he had decidedly ad¥ - 
clients of his not to purchase these bonds on the strength 
its guarantee. 

Briefly, the measures proposed by him were that first-more 
gage bondholders should surrender their present bonds 
take a six per cent. bond, positively indorsed by the Pe’ pe) 
vania Railroad, provided that company would agre# to it, 
he spoke as if such a proposition had been suggested. but 
wise, that firet-mortgage bondholders should foreclose, who 
perpetuate the lease, and for the purpose of paying those 
would not consent, that the assenting bondholders shoal 
agree to pay, as a maximum, 20 per cent. on the face <7 mr 
bonds (about 40 per cent. of their present vaiue), this to 
paid with new bonds under the reorganization. bees 

Mr. Southmayd did not speak of the point which bas thet 
considered by any the main question at issue, viz... ¥ of the 
or not the circumstancesof the guarantee and sale 
bonds do not constitute a.direct contract from the Pit 
Cincinnati & St. Louis Railroad and the Pennsylvanis 2 
road, to every individual bondholder. 





Another meeting of bondholders was held at the of 
Mr. Charles W. Hassler, April 13, about $3,000,000 of ; 
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being represented. Remarks w«re made in favor of enforcing 
the liability of the Pennsylvania Railroad Company as guar- 
antor,and a committee was appointed to conter with the 
other committee already appointed, as to the best means to be 
taken to protect bondholders’ rights. 


Montclair. : 

At a meeting of the bondholders in New York, April 12, the 
trustees submitted a plan of reorganization, the principal 
points of which are as follows: 

1, A new company to be organized under the New Jersey 
general law. 

9. The foreclosure of the first mortgage to be completed 
and the road purchased by the new company, unless the trus- 
teca deem it best not to do so. ; 

3. Anew mortgage to be executed for $1,800,000, of which 
$800,000 shall be issued at once and used in completing the 
main line to Greenwood Lake and the Morristown Branch to 
Caldwell. The remaining $1,000,000 to be reserved for im- 
provements, double track, etc., and to be issued only in case 
a lease can be made to a party who will guarantee interest. 

4, A second mortgage for $1,800,000 to be made, to bear 
not more than7 per cent. interest, payable out of net earn- 
ings, when sufficient. The trustees under this ——-_ to 
hold a like amount of stock with the right to vote onit. These 
ponds to be issued in place of the present first mortgage. _ 

5. A further issue of $1,560,000 stock (making $360,000,000 in 
all) to be made, of which $780,000 to be divided among the 
holders of the present second-mortgage bonds in fall payment 
uf their bonds and interest. The remainder to be divided 
among the present first-mortgage bondholders in payment of 
their overdue coupons. All bondholders to pay an assessment 
of 0% per cent. on their present holdings. 

The plan, after a long discussion, was referred to the com- 
mittee to be repcrted on at another yop 

This plan will make the stock $82,000 and the funded debt 
$90,000 per mile, which is a pretty heavy load on a road which 
has such a very light business as the Montclair’s. 


arolina, 
ig Qs ‘ed tuat the Governor has ordered legal coccetings 
to be begun against the . flicers of the Richmond & Danville 
1oad under the recent law prohibiting change of gauge. 


New York & Long Branch. 

Early in the late session of the New Jersey Legislature this 
company secured an amendment to its charter giving it 
authority to consolidate with any intersecting line. This was 
understood to be intended to authorize the absorption of the 
New Egypt & Farmingdale road and the construction of 
an extension from Long Branch to Ocean Grove and be- 
yond. Subsequently this section was repealed, it is said at 
the instance of the Pennsylvania Railroad Company. The 
matter is not of very great importance, as the extension could 
easily be made under the general law. 


Indianapolis, Bloomington & Western. 

Gen. George B. Wright, the Receiver, has presented his 
report to the Court and asked for instructions on certain 
matters. The preferred claims against the company provided 
for in the order of appointment, may be stated as follows: 
Unpaid pay-roils, since July 1, 1874 .... ...26 eseseee +++ $250,316 99 
Unpaid supply bills, etc., since July 1........ ... .s0.0- €2,448 49 
The unpaid pay-rol's of a date earlier than July 1, 1874, 

SURGES OD. ccccsccccrccssccecesecceveces ~~ . sevecsee 
And the unpaid supply bills of a date prior to July 1, 

amount to 


Terrrreeeer re Metre eerie ee errr ererrrrrrrr se ert) 


82,060 12 


$376,227 70 

The exvenses have been cut down as much as possible and 
no liabilities incurred that cannot be discnarged from current 
receipts. Two matters require immediate action by the 
Court. The firstis that a large number of cars iu service 
upon the line belong to the Western Car Company. In the 
judgment of the Receiver, the amount of such cars great) 
exceed the wants of traffic, and the rental charged, which is 
an absolute monthly rental and not a mileage based on actual 
use, is in excess of the ability of this company to pay. He 
notified the officers of the car company in January last that 
500 of the cars were not needed ior service and were held 
subject to its order, and that he desired a reduction in the 
reatal as to the remainder. When he assumed possession of 
the road he found in service 1,170 cars which belong to the 
Western Car Company. 

Of the 73 engines in use upon the road, 28 are claimed to be 
owned by the Rogers Locumotive & Machine Company, of Pat- 
erson, N. J. Such claim ot ownership is based upon an alleged 
conditional sale, under which title was agreed not to pass to 
the railroad company unul full payment of the purchase price 
of the engines. This purchase money is evidenced by a one 
number of the company’s notes, whieh, together with tne in- 
terest, are unpaid. Demand has been made upon him to re- 
tura the engincs or pay the notes. He asks for instructicns 
from the court concerning these two matters of equipment. 

_ The road-bed and rails are in a very bad condition, so as to 
increase largely the cost of operating the line. Not less than 
4,000 tons of new rails are needed at once. 

For the purpose of paying up arrears and thus receiving 
better service of employes, and also of making payments for 
equipment and for repairs, he requests authority to borrow 
— to such amouut as may e needed and fixed by the 

urt. 


Itisa little suprising that the road and equipment should 
be in such condition, when we were told very recently that a 
very lurge expenditure for the improvemeut of both was the 
reason that the company could not pay interest. 

The Court subsequently authorized the purchase of 3,000 
{ons of steel rails. 


Watchung, 


This road was graded some two years ago from the Mont- 
‘air, near Woodside, N.J., west-about four miles through 
bnnge to West Orange, Subsequently it passed into the 
hands of Mr. D. N. R pes, one of the trustees, who laid the 
et but it has never been operated. It is now stated that 

¢ trustees of the Montclair have offered to run trains over 


the Watchung Railr ‘an 3 
is guaranteed ailroad, provided a certain amount of business 


Western Freight Agents’ Mveting. 

The Indianapolis Journal of April 8 says: 
sais +r eting of the general freight agents of Western roads 
me = yesterday at the Bates uouse, to consider the sub- 
The, tates between thcir roads and the Eastern trunk lines, 
Ont =sry | was called to order by Mr. James Smith, of the 
bh ag ton, the following gentlemen being present: H. 
borne, B Wo pea Teh aw beak & Weeeren Ta 4 

. Ww. er, Toledo, Wabas estern; R. M. 
zer, Marietta & Cincinnati; W. D. Duncan, Ohio & 





ch 


_ L x Mis- 

pt f H. Kingsbury, Pittsburgh, Cincinnati & St, 
lndlena W. Hivbard, Vandalia ine; J. Noyes. 
Cin ore gy & St. us; H. CC. Page, Indianapolis, 
iietinmati & Lafayette; J. B. Reed, Cincinnati, Ham: 
L. Vi Fs Ares J. 8. Cook, Peoria, Pekin & Jacksonville 
theses hicaxo, Rock Island & Pacific; H. C. Hinman, Jef- 


yc? Madison & Indianapolis; J. 8. Campbell Chicago 
pail Vincennes; W. 8. 8 ea, Toledo, Pecris & Warsaw; 
& Padue "abe a Peoria & Rock ; P. B Shumway, Chicago 
Suita, Indian, V. Lewis, Indiana & Illinois Central; H. B. 
Terre Heat peolis, Peru & Uhi ; J. R. Kendall, Bvenaviie, 
nati & Teac Me Ge leveland, Cotumbus, Cincin- 
L. Dougher” Contines « Goodridge, Cairo & Vincennes; Ww. 


micago; L. Hill, 
tal Line, 


present were unable to arrive at any definite understanding 
respecting east-bound rates, and an association of Western 
roads was formed under the presidency of Mr. Smith, of the 
Alton, for the sole purpose of regulating the charges on east- 
bound business, 

“ The influence of the fast freight lines on the business of 
the Western roads wa: informally discussed in a manner not 
very complimentary to the — corporations in question. 
Originally started as aids to the roads over which they run 
their colossal poopertions overshadow the individualities of 
the railroads, enabling them even to dictate rates ot transpor- 
tation ruinous to the road which hauls the cars. ; 

“The meeting took a very decided stand against any inter- 
ference with the schedule of arbitrary rates on west-bound 
business, settled at St. Louis last month.” 

Meetings. 
The annual meeting of the Delaware & Hudson Canal Com- 
any will be held at the office, No. 71 Broadway, New York, 
vy 11, at 12 noon. 
he Master Mechanics’ Association, at the Cooper Union, 
New York, May 11. 


The Purchasing Agents’ Aseociation, at the Lindell House, 
St. Louis, May 12. 


International & Great Northern. 
Surveys are in progress for the extension of the Interna- 
tional Division from Kockdale, Tex., southwest to Austin. 
The company is putting up at Houston a transfer machine, 
by which freight cars can be put upon the trucks of the Gal- 
vestion, Houston & Henderson road, which is of 5 feet 6 inches 


gauge, thus avoiding the handling and reloading of Galveston 
treights. 


Middletown, Unionville & Water Gap. 

Parties in the interest of the Erie are trying to secure a con- 
trolling interest in the stock of this compuny. The New Jer- 
sey Midland has forfeited its lease of the road, and the Erie 
desires to secure it, both to a the New Jersey road out of 
Middletown and to secure its milk traffic, which is large and 
Se The road extends from Middletown, N. Y., south 

y west to the New Jersey State line, 14 miles. 


Illinois Ocntral. 
The Land Department reports tor March sales of 2,775.43 





acres for $20,772.15, and cash collections of $25,686.97. 
The ‘Traftic Department reports earnings for March as 
follows : 
1875. 1874. 
To Iilinois, 707 males. ............000eee0e ++ $448,891 00 $443,096 63 
In Iowa, 402 miles...........ses000 eoseees 137,297 15 118,696 14 
Detah, L200 MMB: 2.00 ccccccccsccesccs $586,188 15 $561,792 77 


This is an increase of 14% per cent. in the Illinois earnings; 
of 155% per cent. in the Lowa earnings, and of 4% per cent. in 
the total earnings. 


Burlingtun & Southwestern. 


The Circuit Court has issaed an injunction prohibiting the 
Treasurer of Appanoose County, Ia., from interferiug with the 
roperty of the road in the hands of Receiver McKitterick. 
he effect of this decision is to stop the seizure of trains and 
the interfering with property. 
Davenport & St. Paul. 

Receiver Henry hae given up for the present the idea of 
running into Dayenport over the Chicago, Rock Island & Pa 
cific track, that company having asked $15,000 per year rental 
for the use of track and depot. Another effort is to be made 


to raise money in Davenport to extend the road into the city 
on an independent line. 


Ohesapeake & Ohio Oanal. 

The board has declined to make any reduction in the tolls 
on coal, holding that the reduction of 8 cents per ton in whart- 
age is sufficient, and that any further concession in freight» 
should come from the boat-owners. 


Geneva & Southwestern. 

The contract for the construction of this road has been Jet 
to John 8. King, ot New York, for $750,000, he agreeing to 
complete it by D Ler 1, 1875. Lt is to extend from Geneva, 
N. Y., southwest about 33 miles to Wayland, on the Erie. 


Grand Rapids Newaygo & Lake Shore. 

It is reported that this road is to be extended northward 
from Newaygo, Mich., to Morganville, this summer, provided 
property owners will give the right of way and seme assist- 
ance. 


Utah Western. 


This road is now running trains from Salt Lake, Utah, to 
the Half-way House, 25 miles, and work is still progressing. 
Oalifornia Pacific. 

The suit of the German bondholders came up recently in 
the United States Circuit Court in San Francisco. The attor- 
neys for the company had excepted to the jurisdiction of the 
Circuit Court as to the reviewal ot Go aaaeot requeeing 
the petition passed upon by Judge Hoffman of the District 
Court. It was claimed for the cmgeny that the Circuit Court 
could not review the action of Judge Hoffman, except by a 
writ of error after the defendants were adjudicated bankrupt. 
The exceptions of the company’s attorneys were overruled. 

Now, the cas. will come up on the order to show cause why 
the decision of Judge Hoffman should not be reversed. 


Mississippi River Rates. 

A meeting of the representatives ot the Illinois Central, 
Chicago & Northwestern, and Milwaukee & St. Paul railroads, 
and Diamond Jo and Keokuk & St. Paul transportation lines 
was held in Nenpe recently, for the purpose of determining 
upon the rates of freight from that city to St. Paul and other 
river points. The tollowing rates were finally agreed upon 
from Chicago to Sf. Paul and Minneapolis: 









Vents sa 

100 Ibs 
First claa6......cccccsssccccecccsececcces ereees o ccvcceccecs seeee 80 
Second class . - 70 
Third class.... «+ 50 
Fourth class ..........-+sdeeeeseeeces seseee 35 

The above rates are 25 per cent. lower than those charged 


during the past winter’ 


Ohicago, Danville & Vincennes. 

In the matter ot the removal of the Osgood foreclosure suit 
from the State Court to the United States Circuit Court, the 
latter Court has allowed a rehearing and has reserved its de- 
cision. The decisivn will be given at the same time as that on 
the application of the trustees tor the appointment of a re- 
ceiver in their suit. 

A meeting of bondholders was held in Baltimore, April 12. 
Mr. Denison from the committee of five read a long report of 


the visit of the committee to the line of the road and the re- 
sult of their examination of the road and books and papers, 


showing a wasteful expenditure, false representations, gross 
mismanagement on the part of the officers of the company. 
And the committee recommended that the only way for them 
to save their a en was to get rid of all en lement and 
to sell under first-mortgage bonds, to employ their own attor- 
ney and to adopt the shortest and best course. Also that the 
bondholders have a right to be represented in the receiver- 





ship. The committee also state that they do not know the 








“The meeting was a very important one, but the gentlemen | animus of the suit in Will County, by which the road has been 


placed in the hands of receivers, but are satisfied that the 
move to oust Judson, Tenney & Co. came none too soon. 

Mr. Denison was appointed to represent the Baltimore in- 
terest at the New York meeting. 

At that meeting a large attendance was expected and also 
that some decision would be reached as to supporting the 
anvil receivers or favoring the trustees’ suit. 


anville, Hazleton & Wilkesbarre. 

In view cf the suit pending for the canceling of the lease, 
the Pennsylvania Railroad Company, lessee, refused to pay 
the coupons on the first-mortgage bonds of this compan 
which fell due Aprill. ‘The amount of the bonds is $1,400,000. 
Missouri, Kansas & Texas. 

A dispatch from Parsons, Kan., says: ‘‘ It is underatood that 
important changes are soon to be made in the management, 
Col. Stevens, General Mauager, who has been in New York 
for the past month, will return to Sedalia this week with full 
authority to make all necessary changes in the business ar- 
re goo of thisimportant road. General Superintendent 
OC. H. Chappell and General Ticket Agent Thos. Dorwin will 
resign, and their positions will be fill wy two gentlemen of 
large railroad and business experience. It is important that 
ny shall be restored between the company and the em- 
ployes.’ 


Chicago, Rock Island & Pacific. 


Surveys are being made for an_ extension of the Sigourney 
Branch irom that place westward to Oskaloosa and beyond, 
Several lines will be run. 


Sioux City & St. Paul. 


This company have begun to run tirough cars from St. Paul 
to Omaha. 


Philadelphia & Reading. 

During the present season the second track is to be com- 
pleted from Wernersville, Pa., to Womelsdorf, five miles, on 
the Lebanon Valley road, and from Fleetwood to Alburtis, 16 
miles, on the East Pennsylvania. ‘The whole line irom Allen- 
town to Harrisburg will then have a double track. 


Reading & Lehigh. 
In the Lehigh County (Pa.) courts the Wilmington & Read- 


ing poor py has filed a bill in equity to enjoin the lease of 
this road to the Philadelphia & Reading. 


Norfolk & Western Branch. 


It is proposed to build a narrow- auge road from Norfolk, 
Va., southward to Churchland on the Western Branch, mainly 
to accommodate the market traffic. 


Ogdensburgh & Lake Ohamplain. 

The appeal! in the case of this company against the Central 
Vermont and others was to be heard by the Supreme Court at 
general term, this week. ; 

Orders, it is said, have been given to discharge all the em- 
ployes of the Northern Transportation Line boats, as they will 
not be run by the Central Vermont people this season. 


New York, Boston & Montreal. 

The directors recently submitted a statement to the bond- 
holders in London, in which they gay that on the consohda- 
tion the bonds of the old companies were to be exchanged for 
first-mortgage consolidated bonds; but the failure to nego- 
tiate the whole of the first-mortgage consolidated bonds 
rendered it impossible to retire the whole of these ol4 bonds, 
and a considerable portion of them still remain afloat, and are 
a lien upon the property a that of the bonds of the 
consolidated company. It also left the company without 
means to continue work upon the road or to provide for the 
interest upon the consolidated bonds. The present condition 
of the work on the road is as follows : 

Oa the New York & Boston Division the graduation is 
completed, with the exception of less than two miles. The 
masonry 18 fully completed, and the iron has been laid for 22 
miles. The underlying bonds on this division, exclusive of 
those in the hands of the trustees of the consolidated mort- 

age and Messrs, Bischoffsheim & Goldschmidt, are $1,796,- 


The Dutchess & Columbia Division is completed and in oper- 

ation. The underlying bonds of this division, exclusive of 
those held by the trustees and Mesars, Bischoffsheim & Gold- 
schmidt, are $1,727,000. 
The Harlem Extension Division fs completed and in opera- 
tion. The mortgage on this division was $5,000,000, which has 
been reduced by the cash payment of $807,077, and by second 
mortgage conds of the consolidated company, $986,q00—$1,- 
793,077—leaving balance, $3,206,922. 

The Putnam & Dutchess Division, intended to connect the 
New York & Boston with the Dutchess & Columbia divisions. 
has six miles of completed roud and from 30 to 40 cent. of 
the graduation done for the remaining distance, The theory 
upon which the accounts of the company have been kept, in 
respect to the bonds of the several divirions paid for oué of 
the proceeds of the consolidated bonds, bas been to treat such 
sums a8 payments on account of the mortgage debts of the va- 
rious divisions, reducing thereby the amount of those mort- 
gagea by asum of which the amounts paid are 45 per cent, 
The trustees of the consolidated mortgage claim, however 
that, in the event of foreclosure, these bonds will be entitled 
to their share of the proceeds of sale, that they are not to be 
considered as redeemed or paid, but as held by them for the 
benefit of the consolidated bondholders, The following state- 
ment is given of the expenditure in cash made upon the sevy- 





eral roads prior to their consolidation : 
ae Wate Be PONG 0 0 o.0000.0000040000 6000s nsdbersedécooee $3,059,000 
Dutchess & Columbia, about............ceeecsesececeeeees 93,000,000 
Hariem Extension, about. ......0-.cccscccsccvccesecore: +  #,000,000 
WeaE. 000 000 ce rcevcescevesceccosoocvceeces ++» $10,059,000 
To this add the ameunt. expended from the proceeds of 
consolidated bonds for account of construaction.......... 1,605,000 
Cash cost of roads exclusive of equipment, etc........... $11,664,0 0 


The holders of the New York & Boston bonds have begun 
ene to foreclose the mortgage on that section of the 
road. 


Auction Sales of Railroad Securities. 

In New Y rk, April 12, the following prices were obtained : 
Houston & Texas Central, first-mortgage 7 per cent., 834% to 
8444; New York & Oswego Midland, first-mortgage, 21. 

April 14 sales were made at the following prices: New 
Haven & Northampton stock, 45; St. Louis & Southeastern 
consolidated mortgage, 15% and 16; Indiana & Illinois Cen- 
tral first-mortgage, 5; Hudson Connecti.g Railroud first-mort- 
gage, 20; West Wisconsin first-mortgage lant grant, 50%; 
West Wisconsin consolidated mortgage, 1344. ; 
Southern & Atlantic Telegraph. 

The Telegrapher — that this company hs severed its con- 
nection with the Atlantic & Pacific Company, and has leased 
wires from the Western Union Company, and will hereafter ex- 
change business with the latter. It is alleged by the officers 
of the Southern & Atlantic Company that the Atlantic & Pacific 
has failed to furnish suitable or adequate facilities under the 
contract with the Franklin Company for the transmission of 
its business, the wires ot the latter company used by the 
former between New York and Washington, add t ite busi- 
ness has been greatly d ed and restricted in 


amag consequence. 
The arrangement with the Western Union Company is for 
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the lease of certain wires]to the Southern & Atlantic Company, 
and for the interchange of business, the latter company main- 
taining its independence and competing at points south for the 
baainess, though of course neither will reduce tolls except 
under a mutual understanding and sgreement. The terms of 
the contract are understood to be very favorable. It is thought 
that this change will lead to litigation arising out of the old 
contract. 


Richmond, Frederickburg & Potomac. 


The Supreme Court of . of Virginia has given its de- 

cision affirming the right of the Richmond City Council to 
prohibit the company from using locomctives on the track 
Jaid through Broad street in that city. The decision is of 
considerable importance to the company, involving a change 
in its terminal arrangements. The company has given a 
notice of appeal to the United States Supreme Court. 


Augusta & Lewiston. 

The corporators of this projected road met in Portland re- 
cently and authorized the directors to confer with the Grand 
Trunk and Boston & Maine, to see it they would aid in the 
construction of the road, and report at another meeting, and 
also to put themselves in communication with the Levis & 
Kennebec Company. 


Connecticut Central. 

The directors have decided to extend a branch to Rockville 
from a point on the main line about three miles from Broad 
Brook. 


Connecticut River. 

The men in the Springfield shop are now working on tull 
time, after saveral months of short time. The pay, howeyer, 
bas been reduced 10 per cent. 


Lexington & St. Louis. 

The Governor of Missouri has approved the act amending 
the charter of this company, oaane. the name to Lexing- 
ton, Kansas City & St. Louis Railway Company, extending the 
time for completing the road, and authorizing the company 
to mortgage its property and issue bonds. 


Walla Walla & Columbia River. 


Work on this road i« being pushed forward. A large quan- 
tity of rails to be used on the road is expected at Wallula soon, 
and it is announced that the track will be completed to 
Touchet about the 1st of May. 


Nevada Oentral. 


This road was sold at sheriff's sale at Pioche, Nev., recently, 
and was to be sold again under another execution, April 16. 
It is 18 miles long, from Pioche to Bullionville, and is used 
mainly for hauling ore. 


Utah Northern. 


Orders have been given to extend this road northward 25 
miles from its present terminus at Franklin, Idaho. This will 
carry it toa point which will enable the company better to 
control the Montana frei ghting business. 


Railroad Taxation. 

In the case of the Louisville & Nashville Railroad against 
the County J nage of Sumner County, Tenn., the Circuit Court 
refused to grant a writ of supersedeas against the levy of taxes 
on the road in that et the question involving the right to 
levy any taxes on the road at all. An appeal was taken to the 
—— Court, but the Judges of that Court were equally di- 
vided on the question, and therefore the decision of the Cir- 
cuit is affirmed, according to a provision of the State Consti- 
tution. 

It is said that several of the counties are preparing to test 
the validity of the section of the new tax law which provides 
that companies may pay into the State treasury 144 per cent. 
of their gross earnings annually, in lieu of all other taxation. 


Washington & Ohio. : 
The contractors have resumed work on the extension from 
Round Hill, Va., westward towards Winchester. 


West End Narrow Gauge. 


This company received bids April 10, for the work of laying 
the track and Cg gee} the road from Grand ‘avenue in St. 
Louis to Rinkle’s, 4) miles. This is the first section, the road 
being graded to Florissant, 164% miles. Several bids were 
received and the award will be made this week. 


Texas & New Orleans. 


For some time past the greater part of this road has been in 
a ruined condition, and trains have been run only oveasionally 
from Houston, Tex., to Liberty. The purchasers at the tore- 
closure sale have never organized a new corporation, The 
late Texas Legislature passed a bill requiring the owners to 
once and to notify the State of their intention to begin work 
organise at within 60 days. Work must be commenced in 
five months, and the road must be regraded and bridged from 
Houston to Sabine River by May 1, and in operation by De- 
cember 1, 1876, 


Panama. 

Several meetings have been held for the purpose of arrang- 
ing a new contract with the Pacific Mail, but no final agree- 
ment has been reached. 


The Railroad War. 


Still further reductions on passenger fares have beeu made. 
The Pennsylvania has put fares trom New York as follows: 
Columbus, $14.50 ; Cincinnati, $15 ; Indianapolis, $16 ; Louis- 
ville, $18 ; St. Louis, $20; Chicago, $18; Quincy, $22; Kansas 
City, $31, and Omaha, $34; St. Louis via Chicago, $21. The 
New York Central & Hudson River announces the same rates. 
The latest rates announced by the Baltimore & Ohio are: to 
Chicago, $16.25; Cincinnati, $16.25; St. Louis, $21.25, and 
Lonisville, $18.25. 

The Erie has put a new tariff from New York to Southern 
and Southwestern points, which reduces the New Orleans rate 
from $50 to $44; Mobile from $45 to $39; Memphis from $38.25 
to $32.25; Montgomery from $37.50 to $31.50; with propor- 
— reductions from Boston ana Philadelphia to the South- 
west. 4 

In freight rates there has been no particular change. 

The trouble between the Canadian companics, which had 
broken out again between the Canada Southern and Grand 
Trunk, is believed to have been finally set-led. 


Springfield & New London. 


The organization of this company has been completed and an 
assessment of 10 per cent. ordered on the stock with a view to 
beginning work at once. The road isto be extended from 
Springfield, Mass., southeast toa junction with the New Lon- 
don Northern, near Stafford Springs, Conn. 

The Boston, Hartford & 0 Line. 

The negotiations for a through line from Boston to the West 
by the way of Hartford, Newburg and the Erie have fallen 
through, mainly on account of the unwillingness of the East- 
ern lines and notably the Connecticut Western to accept their 
pro rata share of the through rates. 

Pittsburgh, Oincinnati & St. Louis. 

As meeting of the stockholders will be held in Steu- 
bepville, May 4, to authorize or reject the issuing of $10,000,- 
000 income bonds, secured by mortgage, to be used in paying 
off the $5,000,000 second-morsgage bonds and accrued interest 


aenecction of any business that may be brought before 
em. 


Lake Superior & Mississippi. 

A circular issued to bondholders says that on the re-hear- 
ing of the case no decision has yet been rendered by the Su- 
preme Court of Minnesota in regard to the validity of the com- 
Psa charter; butin the meantime the Legislature has con- 

rmed, in the mortgage trustees, all the company’s land titles. 
Another act was also passed, confirming the right of way to 
the franchises of the road ina company to be formed under 
the general railroad laws of the State, should the present 
charter be declared invalid. 


grin eld & Longmeadow. 

n the controversy as to the election of directors for this 
new company, the Massachusetts Supreme Court has decided 
that citizens of a municipality that subscribes to stock of a 
railroad may be elected by that municipality directors thereof. 
Springfield holds three-fourths of the stock, but the private 
holders claimed that no director could be chosen unless he 
was a stockholder. 


Oregon Oentral Pacific, 


This projected line of railroad to connect Portland, Oregon, 
with the Central Pacific Railroad at Winnemucca, Nev.. is 
intended to take the following route: On leaving Winnemucca 
it will run in a northerly direction until it crosses the State 
line near Camp Bidwell. From that point its course will be 
be more westerly, across Goose Lake Valley, near the lake; 
thence through Drew’s Valler and Sprague River Valley to 
the Middle Fork of the Willamette; thence down the river to 
Portland. In the Willamette Valley it will connect with the 
Oregon & California Railroad, and at the Columbia River with 
on po of the Northern Pacific running south of Puget 
ound, 


St. Olair & Ohicago Air Line. 

This road was sold under foreclosure of mortage by order 
of the Michigan Chancery Court, April 1. The line sold is 35 
miles long, trom Ridgeway, Mich., west to the crossing of the 
Detroit & Milwaukee, of which 22 miles, from Ridgeway to 
Washington. is completed and in operation. It was original- 
ly part of the Michigan Air Line, but has been for some time 
under a separate organization. William Young, of Valparaiso, 
Ind., was the purchaser. 


Pittsburgh, Washington & Baltimore. 

Both branches of the Baltimore City Council have passed 
the ordinance providing for the sale of the city’s interest in 
the road to the Baltimore & Ohio Company for $1,000,000. As 
the proposition had the concurrence of the Finance Commis- 
sioners, there is no doubt that the ordinance will be signed 
by the Mayor. 


Meiggs’ Peruvian Oontracts. 

In Peru Mr. Meiggs, it is reported, has claimed $15,000,000 
from the Government as due on railroad contracts, and has 
suspended work until the claim is settled. Congress offered 
to give him guano for halt the amount, but he refused to take 
it. The latest report was that work would soon be resumed 
with about half the force previously employed. 


New York & Oswego Midland. 


The Utica (N. Y.) Herald, after publishing a letter referring 
to the plan or reorganization prepared by the committee of 
bondholders, says: ‘‘ We understand that the country bond- 
holders of the Midland generally feel the dissatisfaction ex- 
pressed by our correspondent with the plan of ——— 
alluded to. At the request of very many of these bondhold- 
ers, the committee appointed at the Utica meeting last sum- 
mer is nuw engaged in preparing a plan of reorganization that 
will be free trom the radical objectisns pointed out. This plan 
will be ready for their inspection within a tew days.” 


Illinois & St. Louis Bridge. 


The St. Louis Republican of April 7 says: 

*“*A number of general superintendents connected with the 
roads centering here had a meeting teagan at the Southern 
to make arrangements concerning the arrival and departure 
of trains crossing the bridge on the completion of the Union 
depot. Among the gentlemen present were Mr. Talmage, ot 
the Atlantic & Pacific; J.C. McMullen, of the Chicago & Alton; 
Colonel Andrews, of the Toledo, Wabash & Western ; Major 
Simpson, of the Vandalia line; W. G. Boughton, of the Cairo 
Short line ; A. M. Chrystie, of the Ohio & Mississippi; 8. Wood- 
ward, of the St. Louis & Indianapolis ; O. 8. Pease, Superin- 
tendent of the Transit Company. The basis of an arrange- 
ment ior the arrival and departure of trains was settled har- 
moniously, leaving details to be arranged hereafter as experi- 
ence should render necessary. It is now certain that passen- 
ger trains of the Eastern lines will cross the bridge on the 
adoption of the new summer schedule, which will be about 
May 9, as the time table will be arranged at the meeting in 
New York on the 14th inst. 

**There will be one general office at the Union depot for the 
sale of tickets, although the respective roads will have offices 
in the city as ssyeeter. 

* Arrangements will be made so that there will not be over 
twenty minutes consumed between the starting of the first ana 
the departure of the last of the outgoing trains, which now 
leave for the East about the same time. Freight trains will be 
to a large extent made up on tho other side and their crossing 
over the bridge will be subordinated to the passenger trains. 

“* Arrangements have been made for enlarging the margin of 
the East St. Bouis depot which is to be completed and 1eady 
for use before the trains cross the bridge as stated above. 
There will be a common track between the two systems coming 
from the North and South where they approach the bridge. 
The meeting having thus settled on a satisfactory basis of ad- 
justment adjourned.” 


Texas, Mississippi River & Northwestern. 

_Itis reported that the owners of the Little Rock & Fort 
Smith road have arranged for the purchase of a controlling in- 
terest in the company and that they will at once complete 
the line from Pine Bluff, Ark., to Little Rock. 4 


Gulf, Oolorado & Santa Fe, 

Ata meeting of the board in Galveston, Tex., April 7, the 
Chief Engineer was instructed to complete at once the loca- 
tion of the road from Galveston to the crossing of the Colum- 
bia Division of the International & Great Northern. The 
gauge of the road was fixed at 4 feet 82% inches. 


Oosta Rica. 


The Panama (N. G.) Star and Herald says that a fire broke 
out in Port Limon, Costa Rica, March 11, in the machine shop 
of the Costa Rica Railroad and, spreading with great rapidity, 
in less than one hour totally destroyed the building and its 
contents, consisting of all the machinery, tools, and aiso three 
locomotives. The loss to the company, estimated at a low 
figure, is $65,000. 


Southwestern & Rio Grande. 


ri The President, Mr. W. 8. Haven, writes to us as follows: 
‘The charter for the road commences at the Arkansas State 
line, with a view of connecting at that point with a road to 
Memphis, Tenn., and from Shreveport southwest to the Texas 
State line, thence to the towns of Naco doches, Crockett, 
Bremond, Belton and to the moxth of the Pecos River on the 





m 
thereon, and other liabilities of the company, and for the 


Rio Grande. At the port where the road crosses the State 


Henderson, Tyler and Sherman, Texas. There will also con. 
nect with it at some point in Shelby county a road to Sabine 
Pass and to Marshall, and at the town of Nacogdoches a road 
to Galveston. Charters have been obtained from all thoge 
roads, all narrow gauge, with 12 sections of land to the mile, 
At the last session of the Texas Legislature, the grant was in- 
creased to 16 sections, and at the same time a General Rail- 
road Law was passed, giving to all roads in the State 20 s¢¢. 
tions of land, provided the companies would agree to carry 
passengers at 274 cents per mile and freights at low rates.” 


Wisconsin Freight Tariffs. 
The officers of the Chicago, Milwaukee & St. Paul and the 


Chicago & Northwestern companies have agreed upon the fol- 
lowing distance tariff for Wisconsin freights : 
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ST rere 
25 miles 

30 miles 

35 miles 

40 miles 

45 miles 

5U miles ...... 
65 miles......... 
60 miles 

65 miles 

70 miles 

75 miles 

80 miles 

85 miles 

90 miles ..... 


110 
115 
120 
125 
130 
135 
140 
145 
150 
155 
160 
165 
170 miles 
175 miles 
180 miles 
185 miles... 
190 miles 
195 miles 
200 miles 
210 miles.. 
220 miles.. 
230 miles 
240 miles.... 








250 miles | 45 
260 miles 46 
i. ere 47 
280 miles........... 48 
290 mi es 49 
300 miles 50 
810 miles 51 
320 miles.. 52 
330 m les.. 53 
340 miles.. | 5é 
350 miles.. | 55 
360 miles.. 56 
370 miles 67 
380 miles 58 
390 miles 59 
40) miles 60 
410 miles 61 
EP GE cnbw-dcccecccseceed | 62 
430 miles....... q 63 
ng ERE Sn tr ie a a eee 64 
BN NY 6 0:06-090000-000006 00 0008b C4oCebee 5 
DED Ktnodebndecccdecedscoornsun cone | | 66 
470 miles...... | | 67 
480 miles. ... ees | 68 
490 miles.. 69 
600 miles..... 70 





A tariff on flour, grain and other articles has also been pre- 
pared. The principal articles are given herewith, and charges 
for transportation, per 100 pounds. 

Grain, in car loads, per 1:0 pounds —25 miles, .060 ; 30 miles, 
068 ; 40 miles, .084; 45 miles, .092; 50 miles, .10; 75 miles, 
-13; 100 miles, .15; 125 miles, .17; 150 miles, .19; 175 miles, 
.21; 200 miles, .23; 225 miles, .235 ; 300 miles, .25; 400 miles, 
27 ; 500 miles, .29. 

The rates on flour, per 100 pounds, are exactly double that 
for grain for the same distances. 


Boston & Lowell. 


The Boston Advertiser says: “‘The recent change in the 
general management of the Boston & Lowell and the Lowell 
& Nashua railroads is of especial concern to ali interested in 
the development of the commerce of Boston ; for the resigni- 
tion of General Stark indicates that the influences working fr 
a strong through line to the West by way of Ogdensburg and 
the lakes have not beep strong enough to hold their own. 

‘* Twenty-two years ago General Stark, then an expe) ienced 
railroad man, became Superintendent of the Nashua & Lowell 
road—a road only 14 miles long, and with a capital ot but 
$800,000. Five years later, under a, contract between the 
Boston & Lowell and the Lowell & Nashua, which was a virtual 
congolidation of everything except the stock, General Stark 
became manager of both roads, responsible to two boards act- 
ing concurrently. Since that time he has worked steadily and 
intelligently to make these roads the controlling power 1D 8 
line which should be one of the great avenues of communica- 
tion between the West and deep water at Boston—a line 
strong enough to hold its own, and to bo managed in the 
interests of Boston. He has labored for an extension to doer 
water, and has secured it. He has also arranged for terminé 
facilities for passengers as well as freight. ; : 

‘* To carry out this purpose a charter was obtained six yeat® 
ago for the Great Northern Railroad. The act authorized the 
consolidation of the Boston & Lowell with any or all of me 
roads leading to Ogdensburg. This charter expires nex 
month, and although the Leyislature of New Hampshire con- 
firmed the act, the directors of the Lowell Railroad have 
never taken any action under it. The result is that there are 
half a dozen roads with a common interest, but without - 
unity of purpose, and so situated that any unfriendly influen 
might very much depreciate the value of the property. ten 

** Although General Stark retires from the position of ‘ 
ager, it is not to be understood that his relations with “a 
board are other than pleasant. Being a man ot trong ie 
victions he is unwilling to carry out a policy with which he 
not in fall sympathy, but asa member of the board he 
still give the road the benefit of his experience, and unile 
his associates in all measures for its improvement. . permit 

“Tt is not anticipated that Mr. Winslow’s health will 
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and negatiations are even now in poe to. secure for the 

ition a gentleman whose record and experience will secure 
renewed confidence in the future of tnat road, and one who 
will no doubt be the unanimous choice of the directors. Mean- 
while General Stark’s only difficulty, in case he wishes to re- 
sume active work, will be to select from the opportunities of- 
fered him.” 


Toledo, Wabash & Western. 

Ameeting of the holders of the conso’idated gold bonds 
(which issue of bonds is controlled by a limited number of 
persons) has been held and a committee appointed, with a 
view of beginning foreclosure proceedings. 

It is thought that no definite action will be taken at the 
stockholders’ meeting, which is to be held in Toledo, May 12. 
It is said that the stockholders generally are opposed to the 
levying of a cash assessment to pay off the floating debt and 
overdue coupons, which would require nearly $8,000,000, and 
it is believed that the otbor plan, which provides for the issue 
of preferred stock and the funding of coupons, will not be ac- 
ceptable to the bondholders. 


Oherry Valley, Sharon & Albany. 

An agreement has been made for the transfer of this road to 
the Delaware & Hudson Canal Company, which has for some 
time worked it under lease. In consideration of this transfer, 
the Delaware & Hudson Company assumes the mortgage now 
resting on the road, promises to pay the floating debt, and 
guarantees the villages and towns the same advantages they 
now possess as far as the use of the road is concerned. 

The road is 21 miles long, from Cobleskill, N. Y., on the 
Albany & Susquehanna road, west to Cherry Valley. The 
stock is all, or nearly all, owned by the towns on the line. 
Southern Pacific. 

The track on the San Joaquin Valley line is now laid 14 miles 
southeast from Bakersfield, Cal., and the work is progressing 
rapidly. There is a large stock of ironon hand. The troub!e 
with the Chinese laborers has been settled, and the work 
through the mountains is advancing. 

Detroit & Milwaukee. 

By consent of all the gente concerned in the litigation the 
Court has appointed Mr. C. A. Trowbridge, of Detroit, Pro- 
visiopal Receiver. He will, as soon as possible, pay off the 
arrears of wages due to the employes. The question of the 
appointment of a permanent receiver will come up June 15. 


To'edo, Peoria & Warsaw. 

Mersrs. Charles L. Frost and J. D. Fish, of the committee, 
request all bond and stockholders to call at the company’s 
office, No. 80 Broadway, New York, to examine and subscribe 


to the plan of settlement adopted by the committee appointed 
by the board of directors. 


Iowa Pacific. 

This company bas begun a suit against the Chicago, Du- 
buque & Minnesota to recover damages for the folure of 
that company to build the Iowa Pacific road within the time 
specified by the contract between the two companies. 


§t. Louis, Hannibal & Keokuk. 

The track is now laid to the erossing of the Louisiana & 
Missouri River road at Bowling Green, Mo., which is 12 miles 
beyond the late terminus at Frankford and 30 miles from the 
northern terminus at Hannibal. It is the company’s intention 
at once toiron a section on the southern end of the already 

aded line, trom the St. Louis, Kansas City & Northern at 

acdenne to Troy and the Lincoln County coal mines. The 
gap between Troy and Bowling Green will be filled hereafter. 


Chico & Colusa. 


A survey has been completed for a railroad from Chico, Cal., 
to Colusa, a distance of about 35 miles, and generally over a 
ae country. {t is said that the road can be very cheaply 
built 


Oentral Pacific. 

A large force is employed in raising the road-bed of the 
Oregon Division three feet above the present grade for several 
miles near Maysville, Cal. This is being done to better secure 
the road against flood. 

Asurvey is being made fora branch from Galt, in Sacra- 
mento County, to the lately discovered coal mines at Ione in 
Amador County. The distance is about 24 miles, and it is 
stated that the line will be built this season. 


Monterey & Salinas Valle 


The running of trains on Lis road has been resumed after a 


or age of several weeks caused by the washing away of the’ 
pile 


ridge over the Salinas River, which hag now been re- 
paired, 


San Luis & Santa Maria Valley. 


Work on this road was begun at Avila, Cal., March 26, and a 
large furce is employed, which will be increased as fast as the 
engineers have the work laid out. 


San Buenaventura & Southern Pacific. 


Arrangements are being made to build a road of standard 
pauge from San Buenaventura, through the Santa Clara Val- 
ey, to connect with the Southern Pacific near Lyons’ Station, 
on the Los Angeles Division. 


The Hoosac Tunnel Line. 

The first freight train passed through the tunnel on the 
evening of April 5. It was drawn by the engine “ Deerfield,” 
and consisted of 22 cars, most of them loaded with wheat and 
consigned to Fitchburg. It started from North Adams at 9:30 
p.m., and was 45 minutes going tprough. One regular freight 
or mixed train is now run each way daily, leaving Boston, by 
the Fitchburg road, at 7 p.m., and reaching Troy the next 
day ati p.m. In the other direction it leaves Troy at 2:30 
DP. m., and reaches Boston early next morning. 

The provisions of the law which is to govern the operation 
s _e unnel and the Troy & Greenfield road are, briefly, as 

ws: 

1, The Governor an@ Council shall appoint a Manager who 
will have charge of the Tunnel and the State road, will control 
its operation and be personally responsible therefor. He must 
not be in the employ of any railroad compary while in office, 
and may be removed by the Governor and Council. The same 
authority shall appoint a Treasurer and a Clerk, to perform 

€ usual duties of such officers. Monthly reports of opera- 
tions are to be made. 

2. The Manager shall take possession July 1, when the term 
of the present Commission expires, and shall thereafter have 
charge of the arching of the tunnel and the rebuilding of the 


8, Provides for the completion of the tunnel and the State 

™, — for a monthly transfer of net earnings to the State 
r. 

4, The Manager shall allow any corporation owning a con- 
Del ng road to make the ay comment with the tun- 
hel and to run trains over the State road under such regula- 
: a8 may be established. 

a The Governor and Council shall fix rates of toll on cars of 
escriptions which must be uniform for all companies and 

are not to be raised within one year. In such rates due 
ce is to be had to the commercial value of the railroad and 
nel and to the development of business, as well as to the 

of the tunnel. Provision is made tor ere ve the Troy 

Boston and other companies from the contraet of February, 


6. All corporations owning roads connecting directly or over 








other roads with the tunnel or State road shall have the right 
to their use on the prescribed terms. 

7. The Governer and Council shail not take possession until 
July 1, when the term of the present holders expires; but all 
necessary appointments may be made and tolls fixed and other 
preparations mace in advance of that time. 

8. Nothing in the act shall be construed to authorize the 
sale or alienation of the Tunnel or of the State road within 
tkree miles of either end. 

9. Annual reports of the operations, receipts and expendi- 
tures shall be submitted to the Legislature. 








ANNUAL REPORTS, 
Oleveland, Oolumbus, Cincinnati & Indianapolis. 


This company operates the following lines: 


Miles. 
SE, As 00 CORI «0, n00nc.0s0c0d<cteesanseecscanne el 
Galion, O., to Indianapolis, Ind..............0.000% coseccce Sean 


Delaware, O., to Cincinnati 





CeCe corner eseeresecees ess cececccese cesses eeeeecccsces 471.5 
Of this 80.5 miles of the last-named liue, from Springfield to 
Cincinnati, is leased; the remaining 391 miles is owned. 
There has been no increase of mileage during the year. 
The equipment with which the road is worked was, at the 
close of the two last years, as follows: 


1874, 1873. Inc. or Dec. 
Locomotives. .......ccccocseccee 132 130 Inc, 2 
Passenger-train cars............ 72 71 Inc. 1 
Lah ibs qneanso6snhsoens 1,925 1,938 Dec, 13 
i Tee 239 235 Inc. 4 
SD oi5niw0s00000s000asdenes 527 524 Inc. 3 
SNEED chee ‘satesicdetohesices 577 579 Dec, 2 
CADOOKE CATS.......cccccrcccces 58 5T Inc. 1 
Derrick and wrecking cars...... 7 7 


Seven engincs have been changed from wood to coal burners, 
three new ones built, and one broken up. Only nine engines 
now burn wood. 


The property is represented by the following capital account: 








ASSETS. 

Construction account.......... Ceecccecesecoececsocceccs $17,389,586 74 
Materials on hand oone cecep+eeceece 434,440 62 
Se ee GEN SIDED .00000.006d0000n0ss0reeeeesenseens 767,065 17 
EN x 6.05.008 Scbcecdnccncesngeioasebes 066036500 2,550,147 12 

TN sabk0he 40600. +h0.0+ebabsbeneiael esanaeeesnes $21,141,229 55 

LIABILITIES. 

Capital stock $38,363 per mile),...........sseeeeeeeeee $15,000,009 00 
Less owned by company...... os» s9Gbees Gonenetennued 8,307 26 
OID oi 8 sks ineeccin ts 2624 ccanccvessece $14,991,692 75 
Funded debt ($12,013 per mile).............ccceeeeeess 4,697,000 00 
Unpaid vividends, bills payable and audited........... 652,264 07 
Dividend payable February 1, 1875.... .... ..seeseee 524,6'4 00 
BD RP On 0641000. kn000dunsicbesBmasechooees 275,608 73 

Mb b40d:006 - cnccneseeethaeen vena. ss aceeneees $21,141,229 65 


The assets include $1,050,748.40 invested in the Indianapolis 
& St. Louis and $1,173,553.30 in the Cincinnati and Springfield 
road. The amount charged to construction account during 
the year was $292,364.52. 

The report says: During the year there has been sold the 
remaining so calied first-mortgage sinking-fand bonds, in 
amount $300,000, and also $1,000,000 of first consolidated mort- 
gage bonds, from the proceeds of which there has been paid 
and canceled $32,000 of bonds outstanding on January 1, 1874. 

**To provide means for increasing the facilities of the rail- 
way, and to meet the indebtedness referred to in the lust an- 
nual report on account of construction expenditures and ad- 
vance outlays under contract, the board decided upon the cre- 
ation of a general sinking fund mortgage to the amount of 
$7,500,000, secvred by a cumulative sinking fund of 1 per cent. 
per annum, with interest at 7 per cent. currency, or 6 per cent. 
gold, payable semi-annuaily. 

“Of this security, called a first eonsolidated ot e bond 
of this company, $1,000,000 have been sold to Drexe organ 
& Co., yielding the company 90 per cent. net, and accraed 
interest.” 

The consolidated mortgage covers all the prior mortgages. 
amounting to $3,696,000, to cancel which an equal am unt of 
the new bonds is reserved by the terms of the trust deed. 

The earnings and expenses of the road worked for the year 
ending December 31 were as follows : , 


Earnings. 1874. 1873. Inc. or Dec. P.c 
Freight.......... $3,148,197 40 $3,735,894 81 Dec. $687,697 41 15% 
Passengers....... 786.249 76 831,272 23 Dec, 45,022 47 65% 
CN. 5 cesscees 74,427 38 86,401 05 Dec 11,973 67 13% 
Express.......... 83,696 73 83.032 00 Inc. 664 73 0% 


Rents ...... .... 60,981 52 60,885 11 Ine, 696 41 1 
Interest and div.. 95,053 29 90,463 39 Inc, 4,689 90 6 








Total...... ... $4,248,606 08 $4.887,448 59 Dec. $638,842 51 13% 
Working expenses 3,182,155 04  3.423,398 138 Dec, 241,243 09 7% 
Net earnings..... $1,066,451 04 $1,464,050 46 Dec. $397,599 42 274 
Earnizr gs per mile $9,011 $10.366 Dec, $1,355 134 
Per ct. of expenses 74.90 70.04 Inc. 486 7 

A summary of the income account is as follows: 

Balance from 1873.....-..cccccccesceeeesscecressecesess $893,390 19 
Ties qnarmimas, 1674... cccccccesccce coe 26966005400 06N04 1,066,451 04 






a ck eccghin 6004003000062400n0se0ekeseoendeennenll $1,959,841 23 
BABB rccccccccccccccce oe $163.776 OF 
Interest on bonds........ ° cocee 287,052 52 
Dividends (734 per cent.)........04.5- eeeeeee 1,124,280 00 
Discount on bonds sold.............+.. -... 100,884 75 
Sundry accounts charged off...........+....+. 8,335 18 

————_ 1,684,332 50 

Balance 10 BUrplus ... sc cccccessescecerceesseererceses $275,508 73 


Thus the net earnings were nearly a third less than the in- 
terest, dividends and taxes. The funded debt is so small 
that the financial position of the company is strong, the net 
income during this unfavorable year, after paying taxes, be- 
ing more than three times as great as the interest charges. 

ihe work done during the year was as follows : 

3874, 1873. Inc. or dec. P, c. 
Passenger train mileage., 799,085 694.735 Inc, 104,350 15 
Freight train mileage.... 3,274,554, 3,489,353 Dec. 214,199 63 
Se 





ce train mileage.... 139,349 166,480 Dec. 27,131 16% 
Total train mileage.. 4,212,988 4,360,568 Dec. 137,580 31-6 
Passengers carried...... 668,541 543,624 Inc. 124,917 23 


Passenger mileage «+» 28,951,002 27,623,254 Inc, 1,327,748 4% 
Tors treizht carried .... 1,531,952 1.680,588 Dec. 148,636 8% 
Tonnage mileage ...... 264,163,951 274,310,194 Dec,10,146,20 3% 
Average rate per passen- 

ger per mile......... . 2716 cts. 3.109 cts. Dec. 0.293cts. 9 
ver ton per mile........ 1.192 cts. 1,362 cts, Dec. 0.170 cts, 12% 

The repairs of track during the year included 66% miles of 
track relaid; 437, miles with Bessemer steel rails and 224 
miles with rerolled iron rails, 20 miles of track ballasted and 
167,926 cross-ties renewed. There were built during the year 
18,606 rods new fence. A new iron swing bridge was built 
over the Cuyahoga River at Cleveland, a small iron bridge at 
De Graff, and several woodea bridges were renewed. 

The report says: 

**No material progress has been made in the adoring, 
of sinking the tracks within certain limits in the city o 
on aa and the company is yet negotiating in this 
matter. 








_“* Expenditures at all points have been avoided as far as pos- 
~~ but ey hed ms detriment of the my es condition 
and capacity has been in every respec: and [perfect}: 
maintained as the basis of true weeneeg.” . o , 





Train Accidents in March. 


Early on the morning of the Ist, several cars of a freight 
train on the Hannibal & St. Joseph road were thrown from the 
track by a broken rail near Lakeman, Mo., blocking the road 
five hours. 

On the morning ot the 1st, a mixed train on the Vermont 
Central ran into a bank of ice near Hartland, Vt., and the en- 
gine and one car were thrown frem the track, blocking the 
road nine hours. 

On the marning of the Ist, the engine, baggage and one 
passenger car of a train on the Boston, arttord: Erie road 
oo — r the yo hy a melee ontien at Everett, 

ass., and went down a bank, injuring the fireman, ba; 
master and two others. = “ —- 

On the night of the ist, a west-bound passenger train on 
the Indianapolis, Cincinnati & Lafayette road was thrown 
from the track near Lawrenceburg, Ind., by a broken axle. 
A man who was stealing a ride on the forward end of the pos- 
tal car was killed. 

On the morning of the 2d, a train on the Cairo & Vincennes 
road was thrown from the track at Tunnel Hill, Iil., by the 
spreading of the rails, injuring two persons. 

On the morning of the 2d, six cars of a freight train on the 
Burlington, Cedar Rapids & Minnesota road were thrown from 
the track near Morning Sun, Ia., by a broken rail, blocking 
the track some hours, 

On the 2d, the engine of a passenger train on the Lake 
wg & Michigan Southern jumped the track near Quincy, 

ich. 

On the 2d, an axle broke under the tender of a train on the 
Lehigh Valley road, near Penn Haven, Pa., delaying the train 
some time. 

On the afternoon of the 2d, on the Pennsylvania Railroad 
an anaes was thrown from the track and upset in the West 
Philadelphia yard, injuring the engineer so badly that he died 
in a short time, 

On the afternoon of the 2d a pussenver train on the New 
York, New Haven & Hartford road was thrown from the track 
at Rye, N. Y., by the spreading of the rails, and one car was 
badly broken. 

Very early on the morning of the 8d, a passenger train on 
the Quincy, Alton & 8t. Louis road was thrown from the track 
bya broken rail at Nigger Cut, near Quiney, Ill. 

On the morning of the 3d, a freight train on the St. Louis, 
Kansas City & Northern road was thrown from the track at the 
bridge over Little Soap Creek, near Ottumwa, la., where asec- 
tion gang had removed two rails for repairs and neglected tu 
put outa signal. The bridge was badly broken and the engine 
went through into the creek, injuring the engineer and brake- 


man, 

On the 3d, a train with two engines on the Chicago & Lake 
Huron road, ran off the track near Battle Creek, Mich., in a 
heavy snow storm. 

On the same day and road another train ran off in a snow 
drift near Potterville, Mich, 

On the afternoon of the 3d, at East Richford, Vt., on the 
Southeastern road, a freight train ran over a misplaced switch 
and into some cars standing on a siding, wrecking several of 
them. The switch was set wrong by a too zealous track hand, 
who mistook a signal. 

On the morning of the 4th, there was a collision between a 
8t. Louis, Kansas City & Northern engine and a Hannibal & 
Bt. J oseph freight train near the junction of the two roads in 
ony om - a o. An engine was badly wrecked and the fire- 
man hart. 

On the morning of the 4th, the engine of a passenger train 
on the New Jersey Midland road was thrown from the track at 
Red Hill, N. J., by ice which had gathered on the rails. 

About noon on the 4th, a freight train on the Erie Railway 
ran off the track near Sloatsburg, N. Y., delaying trains some 
time. 

On the 4th, a freight train on the Peoria, Pekin & Jackson- 
ville road was thrown from the track near Chandlerville, t., 
by a broken rail, and three cars were badly wrecked. 

On the same day and road a freight train ran off the track 
at Bath, Iil. 

On the 4th an engive on the Cincinnati, Cumberland Gap & 
Charleston road ran into a land slide near Big Creek and was 
thrown frcm the track and wrecked. 

On the afternoon of the 4th an express train on the Balti- 
more & Potomac road was thrown from the track in Baltimore 
bv a misplaced switch. 

On the evening of the 4th a switching engine of the Jeffer- 
sonville, Madison & Indianapolis road ran off the track in Jef- 
fersonville, Ind. 

On the evening of tre 4th there was a butting collision | e- 
tween two switching engines on the Chicago, Kock Island & 
— track in Chicago, Ill., by which both were badly dam- 
aged. 

eon the evening of the 4tha passenger train on the New 
York Division of the Pennsylvania was thrown trom the 
track near East Newark, N. Y., by a broken connecting rod. 

On the evening of the 4th, on the East Tennessee, Virginia & 
Georgia road, a temporary bridge, erected to replace one car- 
ried out by a freshet, gave way under an engine which was 
being run across to test it. The engine went down into the 
river, carrying the engineer with it and xilling him, 

On the night of the 4th a trestle on the Baltimore & Ohio 
road near Cranberry Summit, W. Va., gave a under a freight 
train, and five cars were thrown from the track. 

On the night of the 4th a passenger train on the Atlantic & 
Gulf road struck a cow at Baldwin, Ga., throwing tho engine 
from the track and noowne the truck. 

Early on the morning of the 5th a passenger train on the 
Baltimore & Ohio ran into a landshde near Grafton, W. Va., 
and the engine and several cars were thrown from the track 
and badly wrecked, injuring the engineer. 

On the morning of the 5th a car ot a freight train on the 
Philadelphia & Reading road jumped the track in 
Pa., and ran against a house, knocking part of it cown, 

On the morning of the 5th a train on the Houston & Texas 
Central road ran into the head of another which was just back- 
ing intoa siding at Cypress, Texas, damaging the engines 
somewhat and injuring a brakeman. 

On the morning of the 6th anew engine which was making 
a trial trip over the New Jersey & New York road was thrown 
from the track by a misplaced switch. The engineer jumped 
and was badly burt. 

On the morning of the 6th, on the Grand Trunk Railway, 
near Yarmouth Junction, Me., there was a butting collision 





% | between a wild engine and a passenger train by which both 


engines were wrecked and three men injured, two of them so 
oe they _ ea next day. The wild engine was running 
under special orders. 

On Ba ppd os of the 6th, three cars of a freight train, on 
the Keokuk & Des Moines road were thrown from the track 
= Leighton, Ia., by a broken rail, blocking the road some 

ours. 

On the afternoon of the 6th, a train on the New 
Jersey Midland was thrown trom the track near Dundee, pha] 
K ae rail, nearly = whole train leaving the track 

locking the road some time. 

Ou the night of the 6th, a coal train on the Baltimore & Obio 
road ran into the rear of a preceding coal train near Harper's 
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Ferry, wrecking an engine, caboose and several coal hoppers. 
The engineer was badly scalded. ; 

On the night of the 6th, a freight train on the Erie Rai-way 
was thrown from the track on a bridge at Elm Valley, N. Y., 
and a part of the train rau upon the bridge and broke it down. 

Early on the morning of the 7th, a passenger train on the 
Memphis & Little Rock road ran into the rear of a freight 
train at Argenta, Ark. The engine and several cars were 
badly wrecked, and an express agent hurt. i 

On the 7th, two cars of a passenger train on the Richmond 
& Danville road were thrown from the track near Reidsville, 
N.C., bya broken rail and badly damaged. One passenger 


was hurt. 

On the 7th, the mail train on the Charlotte, Columbia & Au- 
gusta road ran into a rock which had fallen on the track in a 
deep cut near Morrow’s Turnout, 8. C., torowing the engine 
from the track and Gemeging it badly. — ' . 

On the 7th, a train on the Peoria, Pekin & Jacksonville road 
struck a broken rail near Havana, Ill., and six cars were 
thrown from the track and wrecked. 

On the afternoon of the 7th, a freight train on the New York 
Central & Hudson River ran into the rear of a preceding train 
which was taking in water at Hudson, N. Y. The engine and 
a number of cars were badly wrecked, It does not appear 
that any signals were out. : 

On the night of the 7th, a freight train on the Western Di- 
vision of the Erie Railway was thrown from the track by a 
broken rail ona bridge near Elm Valley, N. Y. One span of 
the bridge was knocked down, carrying part of the train with 
it into the river. : ' 

On the morning of the 8th, an east-bound freight train on 

he Pittsburgh, Fort Wayne & Chicago struck a broken rail 
near Larwill, Ind., and six cars were thrown from the track 
and badly broken, blocking the road several hours. 

On the morning of the 8th a freight and two passenger cars 
of a mixed train on the Madison & Portage road Were thrown 
from the track near Morrison, Wis., by some timbers which 
had fallen from » flat car in the train. The cars were badly 
broken. 

On the morning of the 8th, near Montrose, Ia., on the Chi- 
cvgo, Burlington & Quincy, a tire broke under the engine of a 
passenger train and the “oe broke the connecting rod and 
damaged the engine badly. ; F 

On the 8th a switching engine on the Detroit & Milwaukee 
road was thrown from the track in Grand Rapids, Mich., by a 
broken tire and went down a bank, breaking itself badly. 

On the morning of the 9th a car of a freight train on the 
Erie Railway ran off the track at the depot in Paterson, N. J. 

On the afternoon of the 9th a passenger train on the Mis- 
souri Pacific was thrown from the track near Bennett’s Mills, 
Mo., at a place where some trackmen bad removed two rails 
for repairs and neglected to put out asignal. The engine and 
baggage car left the track and the engine upset. The engi- 
neer was badly hurt. : ¢ 

On the evening of the 9th a car in a passenger train on the 
Delaware & Hudson Railroad was thrown from the track near 
Scranton, Pa., by a broken wheel. 

Very early on the morning of the 10th several cars of a 
freight train on the Erie Railway ran off the track at the 
Newark Branch Junction in Paterson, N. J. 

On the morning of the 10th several cars of a freight train on 
the Erie Railway jumped the track at a defective frog at the 
Newark Branch Junction in Paterson, N. J. One of the 
derailed cars struck some track hands who were standing be- 
side the track, injuring three of them. This was the second 
accident at the same place within a few hours. 

On the morning of the 10th, on the Cleveland, Columbus. 
Cincionati & Indianapolis road, near Wellington, O., three cars 
of an express train were thrown from the track by a broken 


wheel. 

On the 10th, as a working train on the Winona & St. Peter 
was running through some heavy drifts near Sleepy Eye, 
Minn., a car containing a number of track-men broke loose 
and a minute afterwards ran into the rear of the engines an 
plow which had been brought up suddenly by A heavy drift. 
The car and one of the engines were badly broken and 16 
men hurt, 

On the evening of the 10th a carina freight train on the 
Northern Pacific road caught fire when the train was near 
Brainerd, Minn., and was entirely destroyed. 

Very early on the morning ot the 1ith a west-bound emi- 
grant train on the Central Pacific broke in two as it was going 
on a siding at Monument, Utah, and a following express train 
ran into the detached section, wrecking the caboose and 
damaging an emigrant car and its own engine. 

Very early on the morning of the 11th the boiler of an en- 
gine on the Baltimore & Ohio exploded while the engine was 
standing on the track at Plane No. 4, near Mouot Airy, Mad., 
killing the engineer. ‘ ; 

On the morning of the 11th two cars of a freight train on 
the Erie Railway jumped the track near the depct in Paterson, 
N. J., delaying trains some time. : tot 

On the morning of the 11th, on the Shore Line Division of 
the New York, New Haven & Hartford, the engine of a pas- 
senger train broke the tire of a driving wheel at Stony Creek, 
Conn., delaying the train some hours. 

On the 11th some cars of a coal traiaon the Illinois & St. 
Louis road ran off the track near Belleville, Tl. 

On the 12th a freight train on the Indianapolis, Blooming- 
ton & Western ran off the track near Urbana, Ii!., blocking the 
road half a day. vipred 

On the 12th an engine on the European & North American 
road broke a parallel rod, damaging the engine bidly. 

On theafternoon of the 12th, as two express trains on the 
New York Division of the Pennsylvania Railroad were passing 
each other at a high speed on a sharp curve near Bristol, Pa., 
the two rear cars struck each other, tearing off part ot the roof 
ot one and breaking all the windows on one side. 

On the afternoon of the 12th, the Pullman car on an express 
troin on the Toledo, Wabash & Western road caught fire from 
the heater when the train was near Hersman, [ll., and was en- 
tirely Gonweges. : 

On the 13th, on the Iliaois Central near Dongola, Ill., there 
was a butting collision between two freight trains, by which 
both engines were wrecked, a fireman killed and an engineer 
badly hurt, The accident was caused by a misunderstanding of 
telegraphic orders. There was a thick fog at the time. 

On the afternoon of the 18th, a mixed train on the Peoria, 
Pekin & Jacksonville road ran over a broken rail near Bisop’s, 
Ill., and the baggage and passenger cars were thrown from the 
track and upset, injuring four persons. 

On the night of the 18th, there was a collision between two 
freight trains on the Lake Shore & Michigan Southern road 
near Delta, O., by which an engine and several cars were 
wrecked and a brakeman hurt. 

On the 14th, there was a butting collision between two 
freight trainson the Pittsburgh, Cincinnati & St. Louis road 
near Winnemac, Ind., by which both engines were slightly 
damaged. . . 

Near miduight on the 14th, on the Michigan Central near 
Albion, Mich., there was a butting collision between a pas 
sengerand a freight train, wrecking both engines and severa! 
cars and injuring three persons. 

On the ,@ lumber train ran into the rear of a freight 
train which was standing on the track at Loomis, Mich., on 
the Flint & Pere Marquette road, doing much damage. The 
freight had a signal out, but the other train failed to see it on 
account of a heavy fog. 3 

A few minutes after a second lumber train came up and ran 
into the rear of the first, wrecking an engine and several cars. 

On t e afternoon of the 15th, a train on the Toledo, Peoria 





& Warsaw road struck a broken rail near Glaesford, Ill., throw- 
ing several cars from the track and down a bank. A child was 
killed and four other passengers injured. 

On the evening of the 15th the engine of qn express train on 
the Erie Railway broke a driving wheel near Ruthertord Park, 
N. J., delaying the train some time. 

On the evening of the 15th, on the Delaware, Lackawanna & 
Western road near Greene, N. Y., several cars of a passenger 
train were thrown from the track by a broken rail, injuring 
one passenger. 

On the evening of the 15th as an express train on the In- 
dianapolis, Bloomington & Western road was entering Indiana- 
polis, Ind., it ran off the track at the intersection with the 
Union Railroad. 

Soon aiter the outgoing express on the same road ran off 
the track near the same place. 

On the afternoon of the 17th, six cars of a freight train on 
the Cleveland, Columbus, Cincinnati & Indianapolis road were 
thrown from the track near Versailles, O., blocking the track 
several hours. 

Early on the morning of the 18th, a passenger train on the 
Louisville, Paducah & Southwestern road ran into a fallen tree 
near Norwonvillu, Ky., tarowing the engine and tender down 
a bank and wrecxing them badly. 

On the morning of the 18th, on the Indianapolis, Bloomington 
& Western road, near Tremont, Lil,, there was a collision be- 
tween a passenger and a freight train by which both engines 
were badly damaged. A passenger was killed. 

On the morning of the 18th, a stock train on the Chicago & 
Northwestern road ran off the track near Turner Junction, LIl1., 
wrecking several cars and killing a lot of cattle. The accident 
was caused by a broken rail. 

On the afternoon of the 19th, on the Chicago, Milwaukee & 
St. Paul road at Prairie du Chien, Wis., a switching engine ex- 
ploded its boiler, badly injuring the fireman. 

On the night of the 19th, the engine and three cars ofa 
south-bound express on the Philadelphia, Wil ington & Baiti- 
more road were throwa from the track by aleose rail near 
Newport, De)., upsetting the engine atid injuring the engineer 
and fireman somewhat. It is said that a splice had been mali- 
ciously removed. 

On the night of the 19th, at Point St. Charles, near Mon- 
treal, P. Q., on the Grand Trunk Railway, there was a butting 
collision between two freight trains by which both engines and 
a number of cars were wrecked, one of the engineers badly 
hurt and alot of cattle killed. The accident was caused by 
the mistake of a telegraph operator, who ran away after- 
wards. 

On the morning of the 20th a freight train on the Louis- 
ville, Cincinnati & Lexington road ran off the track near Lex- 
ington, Ky., blocking the road six hours. 

On the morping of the 20th, on the Indianapolis, Cincinnati 
& Lafayette road, at Southside, O., an east bound freight ran 
into the head of a west-bound train which was just backing up 
upon the siding. Both engines and several cars were 
wrecked. 


On the morning of the 20th the second section of a coal 
train on the Delaware, Lackawanna & Western road ran into 
the rear of the first section which was standing on the track 
at Chenango Bridge, N. Y., wrecking the caboose and injuring 
two persons. The heavy snow falling at the time prevented 
the engineer from seeing the signal. 

On the morning of the 20th, asa freight train on the New York, 
Providence & Boston road was being run on the fetryboat a; 
Groton, Conn., the cars struck the top »t the forward end with 
such force as to break the boat loose from its moorings, allow- 
ing the last car to drop hetween the bridge and the boat. 

On the 20th an engine on the North Carolina Railroad ex- 
ploded its boiler near Raleigh, N.C., killing three men and 
injuring four others. The engine had run off the track and 
turned over just before breaking itself, 

On the 20th, a train on the Staten Island Railroad was 
thrown from the track by ice which had gathered in a switch 
at Eltingville, N.Y. Theroad was blocked several hours, 

On the 20th, a freight train on the Georgia Railroad was 
struck near Camac, Ga., by a tornado, which threw it trom 
the track, wrecking a number of cars and killing one man. 

On the afternoon of the 20th, two engines and a snow-plow 
on the St. Paul & Pacific road were thrown from the track in 
a snow drift near Morris, Minn. One of the engines upset, in- 
juring the engineer and fireman. 

On the afternoon of the 20th, on the Philadelphia, Wilming- 
ton & Baltimore, near Claymont, Del.. an axle broke under 
the tender of a passenger train, delaying the train some 
time. It is said that an old crack was afterwards found in the 
aa, See the wheel-seat, extending two-thirds of the way 
round it. 


On the evening of the 20th, on the Delaware, Lackawanna & 
Western, near Greene, N. Y., a carof a passenger train was 
thrown from the track by a loose wheel. 

On the 2ist, on the Grand Trunk Railway, near South Paris, 
Me., there was a butting collision between two freight trains 
by which both engines and five cars were badly wrecked. The 
accident is said to have been caused by the mistake of a tele- 
graph operator. 

On the 22d, there was a collision between a construction and 
a freight train on the Baltimore & Obio, in a tunnel near 
Walker’s, W. Va., by which some cars were wrecked and three 
men hurt. The foreman ip charge of the construction train 
mistook some signals made to him. 

On the 22d, in Indianapolis, Ind., the axle of a switching 
engine on the Jeffersonville. Madison & Indianapolis road 
broke, letting down one end of the engine on the ties. . 

On the afternoon of the 22d, the caboose of a mixed train on 
the Cairo & St. Louis road jumped the track and upset near 
Jonesboro, fil. injuring a passenger. 

On the morning of the 24th, the engine of a passenger train 
on the Erie Railway broke a tire on one of the driving wheels, 
neat Mahwah, N, J. The tire was thrown off the wheel, the 
connecting rod broken and one side of the engine badly 
wrecked. 

On the morning of the 24th, acar ot a train on the Atchison 
& Nebraska road jumped the track in Atchison, Kan., and ran 
down a bank and into a small building ured as a carpenter 
shop, crushing it and injuring two men. 

On the 24th a train on the Vermont & Massachusetts Rail- 
road was thrown from the track and down a bank near Ash- 
burnham Junction, Mass., by a brokenrail. The conductor 
was badly hurt. e 

On the night of the 24th a train on the Belfast Branch of the 
Maine Central ran into a rock which had fallen upon the 
track. The engine. was thrown from the rails and badly dam- 
aged and the fireman hurt. i 

On the 26th a car of a freight train on the Peoria, Pekin & 
Jacksonville road ran off the track near Havana, IIl., blocking 
the road six hours. 

On the 26th a car of a ireight train on the Winona & St. Pe- 
ter was thrown from the track by a broken axle 1 ear Lewis- 
ton, Minn. 

On the 26th a freight train on the Indianapolis & St. Louis 
road ran off the track west of Terre Haute. 

On the evening of the 26th there was a collision between 
two engines in the Delaware. Lackawanna & Western yard at 
Hoboken, N. J., by which the tender of one was badly broken. 

On the night of the 26th an engine on the Philadelphia & 
Reading road was thrown from the track at Palo Alto, Pa, 
by a switch which had been purposely misplaced. 

Very late on the night of the 26th an excursion train on the 
Jacksonville, Pensacola & Mobile road was thrown from the 
track by a misplaced switch at Suwannee River, Fla. 





On the morning of the 27th as some cars of a freight train 
were being run on a riding by a flying switch at Westerly, R, 
I.,on the New York, Providence & Boston road, the brakes 
failed to hold and they ran with great force against some carg 
already standing there, wrecking three of them. 

Near noon on the 27th an axle broke under the engine of an 
express train on the Boston & Albany road near Worcester 
Mass., delaying the train over an hour. ' 

On the afternoon of the 27th a freight train cm the Morris & 
Essex Division of the Delaware, Lackawanna & Western road 
ran into the rear of a preceding train which was standing on 
the track at Drakesville, N. J., wrecking the caboose and one 
freight car. 

On the evening of the 27th, the engine of a train on the 
Ebensburg & Cresson Branch of the Pennsylvania road wag 
thrown from the track and badly wrecked by the breaking of q 
truck wheel near Ebensburg, Pa. 

On the night of the 27th, a freight train on the Logans 
Crawfordsville & Southweste: n road broke through the bridge 
over Wild Cat Creek, near Frankfort, Ind., wrecking the whole 
train and badly injuring a brakeman. 

On the evening of the 28th, on the Missouri, Kansas & Texag 
road near Boonville, Mo., a freight train ran off the track and 
was badly wrecked. 

On the 29th, six freight cars on the Toledo, Wabash & West. 
ern were thrown from the track at a switch, in the yard at 
Springfield, Ill. The pin bad been purposely removed from 
the switch. 

On the night of the 29th a passenger train on the Atlantic & 
Gult road ran over a bull about 12 miles from Savannah, Ga, 
and the engine and four cars were thrown from the track, 
breaking some of them badly and injuring one passenger, ’ 

Very early on the morning of the 30th an east-beund pas- 
senger train on the Pittsburgh, Washington & Baltimore ran 
into a rock which had fallen upon the track near Southampton 
Pa. The engine was thrown from the track and wrecked, and 
the engineer, fireman and conducter hurt, the engineer go 
badly that he died soon afterwards. 

On the morning of the 30th a freight train on the St. Paul 
& Pacific was thrown from the track near Elk River, Miun, 

On the 30th a passenger train on the Philadelphia & Read- 
ing road was thrown from the track near Raven Run, Pa, by 
a landslide. ? 

On the 30th, a freight train on the Air Line Division of the 
Michigan Central was thrown from the track near Homer 
Mich., wrecking several cars and killing 40 cattle. : 

On the 30th, a train on the Jacksonville, Pensacola & Mobile 
road was thrown trom the track near Darbyviile, Fla., bya 
loose rail, and the road was blocked for a day. 

On the morning of the 31st, a construction train on the 
Easton & Amboy road ran off the track on a high bank near 
Neshanic, N. J., and several of the cars upset, killing one |s- 
borer and badly injuring five others, two of whom died a few 
days afterwards. 

On the 3ist, as a train on the Lehigh Valley road was run- 
ning over a flooded section of track near Wilkesbarre, Pa., the 
baggage car was struck by a floating cake ot ice and thrown 
from the track. 


This is a total of 122 accidents, whereby 17 persons were 
killed and 73 injured. Twelve accidents caused the death of 
one or more persons, 26 others injury but not death and 84, or 
69 per cent. of the whole, are recorded as causing no serious 
injury to any person. 

These accidents may be classified as to their nature and 
causes as follows: 


CoLLISIons. 
Rear collisions. 
Butting collisions... 


$006e00ss Me 
Unexplained Ne 


DERAILMENTS. 
Unexplained 
Broken rai! 
Snow or ice 
Broken axle 
Misplaced switch 
Broken wheel or tire.... 
Accidental obstruction ... 
Loose or spread rails 
Broken bridge or trestle 
Landslide 
Cattle on track .... 
Rail out tor repairs. . 
B-oken switch 
Defective frog 
Broken connecting r.d oe 
Be NOs 6.060.060. 660000000006006060.00 


Broken tire 

Boiler explosion 

Car burned while running 
Broken connecting-rod 


Four collisions were caused by mistake in giving or receiv- 
ing orders, three by fog or snow, and one each by failure of 
signals to work, by failure of brakes, by a misplaced switch 
and by a train breaking in two. The proportion of collisions 
is somewhat larger than usual. In one of the accidents caused 
by a loose rail the fastening is said to have been maliciously 
removed, and in one case a switch was purposely misplaced. 
Section-men caused the wreck of two trains by taking out rails 
and failing to put out the proper signals. 

The number of accidents is very large, though it falls far 
behind the frightful record of February, and was exceeded in 
January. The severe winter weather lasted well over into 
March, showing its effect in the number of accidents, while 
toward the end of the month landslides and washouts, the 
usual spring troubles, began to appear.* As compared with 
March, 1874, there was an increase of 34, or 38.6 per cent., in 
the number of accidents; an increase of 30.8 per cent. in the 
number killed, and of 49 per cent. in the number in‘ured. 


For the year ending with March the record is as follows: 
No. of accidents, Killed, 
scenes? ae 3 


The averages per day for March were 3.94 accidents, 0.55 
killed and 2.35 injured; for the year they were 3.17 accident, 
0.51 killed and.2.57 injured. The average number of sedi- 
dents for the month was considerably higher than for the 
year, those of killed and injured somewhat smaller. 





